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M&® DALTON’S Autumn Budget details have been over- 
shadowed very largely by the events which came to 
swiftly after it, but generally the relatively minor changes 
which he imposed have not engendered much confidence that 
the inflationary gap will be closed. Doubling of the profits 
tax, increases in purchase tax rates, a 10 per cent. tax on foot- 
ball pool and dog totalisator betting, and an addition of one 
penny a pint to the beer duty, coupled with higher levies on 
wines and spirits, with certain other minor modifications, are 
estimated to yield £48 million this year, and £208 million in 
a full year. Tax allowance for advertising expenditure is cut 
from 100 to 50 per cent., but exemptions to this provision 
include advertising for export and in the trade and technical 
press, a welcome dispensation in view of the ever present need 


to stimulate the sales of British manufactures in overseas 
markets. It is also an indication of the importance the 
Government attaches to this form of advertising. The 
general impression of the Budget, taken as a_ whole, 
was that the relatively minor impositions of additional 
taxation were in striking contrast with the gravity of the 
national situation, and would serve merely to augment a 


Treasury surplus rather than to cope seriously with the prob- 
lem of adjusting purchasing power to production for the home 
market. There seems good ground for the impression that the 
Autumn Budget is merely a first step, and that more drastic 
action may be necessary in the Spring. esnecially in the realm 
of Government expenditure. 


* * * * 


Sir Stafford Cripps’s Dual Post 


As a result of a premature disclosure of the contents of the 
Budget by the Chancellor to a Lobby correspondent, Mr. 
Dalton resigned the Chancellorship the day after the presenta- 
tion of the Budget. and Sir Stafford Cripps, Minister of 
Economic Affairs, succeeded him at the Treasury. There has 
been widespread sympathy in the consequence of a momentary 
indiscretion. and inevitably in some quarters criticisms have 
been made of the circumstances which made it possible. The 
privileges which attach to membershipn of the Lobby Correspon- 
dents Group in the Houses of Parliament are considerable, and 
occasions on which there can be any criticism on the manner 
in which its members conduct their business are exceedingly rare, 
especially in the light of the confidences which are reposed in 
them. The established practice of permitting journalists to 
function in the lobbies is a valuable safeguard to the public. 
The abolition or stringent curtailment of this practice would 
place another barrier between Government and people and 
would be a further step towards autocratic government. The 
merging of the functions of the Chancellor of the Exchequer 
with those of the Minister of Economic Affairs in the person 
of Sir Stafford Cripps will unify the two arms of the weapon 
against inflation and should ensure complete co-ordination of 
financial and physical resources. 


* * « * 


British Diesel Engine Exports 

Makers of oil engines in this country have been asked to 
achieve an export target at the end of 1948 of £1,000,000 a 
month, which represents an increase of nearly 20 per cent. on 
1946, and as exports represent 924} per cent. of its total ex- 
ports measured in sterling, this is no mean task. It is of 
special interest, therefore, to learn that British oil engine firms, 
always a highly competitive group, recently have pooled their 
knowledge and experience in a combined approach to foreign 
markets. This takes the form of a reference book of 294 pages 
issued by the British Internal Combustion Engine Manufac- 
turers’ Association and reviewed elsewhere in this issue. A 
feature of this publication is the recognition of the future of 
diesel rail traction and the ability of British makers to supply 
the means. Launching the new project, Sir Lynden Macassey, 
Independent Chairman, B.I-C.E.M.A., said that the industry 
would face with confidence the achievement of its export target, 
and could even improve on it, were it not for certain restric- 
tions which constituted a handicap to output. The order books 
were full, but there was still a shortage of labour and materials, 
with the result that the output of the industry was substantially 
below the practical maximum. 
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Home Railway Traffics 


The effect of the increases in railway rates and charges which 
came into operation on October | is shown in the latest return of 
traffic receipts of the four main-line railway companies and the 
London Passenger Transport Board which covers the four weeks 
to November 2. During that period total traffic receipts were 
£30,116,000, or £2,963,000 more than in a similar four weeks of 
last year. Relatively the greatest increase was shown in coal 
and coke receipts which at £5,521,000 were higher by 
£1,228,000. Merchandise revenue expanded by £1,283,000 to 
£9,816,000, but the increase in passenger revenue was com- 
paratively small at £452,000 to £14,779,100. In the table below 
are given the details for the four weeks of this year compared 
with the like period a year previously, and also the aggregates 
for the 44 weeks of this and last year. 


FOUR WEEKS ENDED NOVEMBER 2, 1947 

1947 1946 + or— Per cent. 
£000 £000 £000 or — 

Passenger 14,779 14,327 +452 + 3-2 
Merchandise 9,816 8,533 +1,283 +15-0 
Coal and coke ... 5,521 4,293 +1,228 +28°6 
Total ... 30,116 27,153 2,963 10-9 

AGGREGATE FOR 44 WEEKS OF THE YEAR 

1947 1946 + or — Per cent. 

£000 £000 £000 + or - 

Passenger 165,837 173,923 —8,086 —4°6 
Merchandise 80,203 89,029 —8,826 —10-0 
Coal and coke ... 46,393 42,293 +4,100 + 9-7 
Total 292,433 305,245 —12,812 — 4:2 


Total traffic receipts at £292,433,000 are now £12,812,000 less 
than for the similar period of last year, notwithstanding an 
increase of £4,100,000 in coal and coke earnings. 


* * * * 


Centenary of the R.C.H. Goods Managers’ Conference 


On another page we publish an account of a dinner on 
November 11 to celebrate the centenary of the R.C.H. Goods 
Managers’ Conference. It was right that the occasion should 
not be allowed to pass without notice, because the Goods 
Managers’ Conference stood high in the esteem both of the 
General Managers of the railways and of the trading com- 
munity. At its meetings were discussed many questions of 
vital importance to the progress of the railway industry. 
Above all, problems connected with goods rates arose 
repeatedly. The minutes of the Conference to a great extent 
decided the policy adopted by the railway companies in fixing 
their charges, and thus had a direct bearing on the dividends 
paid to the stockholders. Invariably the proceedings of the 
Goods Managers at the R.C.H. were conducted in a statesman- 
like way, and as a rule matters were settled without resorting 
to a vote. That is not surprising when we recall that, in the 
days before amalgamation, most of the companies regarded 
the Goods Manager as their senior denartmental officer 
and frequently called on him to deputise for the General 
Manager. 

- * * * 


Stainless-Steel Passenger Coaches 

In the United States the use of stainless steel for railway 
passenger rolling stock has made headway recently, notwith- 
standing the fact that it is considerably more expensive than 
ordinary steel. On the other hand, a number of advantages 
are claimed for it, such as strength under stress, economy in 
maintenance, resistance to corrosion, and saving in weight. 
The Budd Company of Philadelphia, which has considerable 
experience in the design and fabrication of stainless-steel pas- 
senger vehicles for railways in the United States, recently has 
shipped to this country a prototype coach built to conform with 
British specifications. The Pressed Steel Co. Ltd., of Cowley, 
Oxford, which has taken delivery of this coach, plans to pro- 
duce similar vehicles in this country for the home and, parti- 
cularly, export markets. During the past week the prototype 
coach has been on view to a number of railway executives, 
engineers, and consulting engineers to overseas railway adminis- 
trations. An illustrated description of the coach is given else- 
where in this issue. From this, it will be seen that the proto- 
type coach, which seats 48 passengers, weighs 29 tons 5 cwt., 
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as compared with 34 tons for a coach of standard construction 
carrying the same equipment. 
* * * + 


L.M.S.R. Mechanised Goods Depots 


The extensive schemes of mechanisation carried out by the 
L.M.S.R. at the Birmingham Lawley Street and Derby St, 
Mary’s goods depots were described in a paper read to the 
Railway Students’ Association by Mr. T. W. Royle, Vice-Presj- 


dent, L.M.S.R., and a Vice-President of the Association, on 
November 12. We summarise the paper, which was illustrate 
with lantern slides and films, on another page this week, 


Answering questions relating to the practical results achieved 
by mechanisation, Mr. Royle stated that Lawley Street now 
closes 34 hr. earlier than before the new arrangements were in- 
troduced, and that more traffic is being dealt with in the work- 
ing hours. Wagon loadings have improved, because the faster 
working means that vehicles do not have to be despatched 
partly loaded in order to be in time for their trains. At both 
the depots described, forwarded goods are loaded direct into 
the wagons from the town collection vehicles or goods shed 
tranship drays as the case may be. The retention of horses 
for hauling tranship drays to the rail wagons is the result of 
careful comparison with the costs of mechanical tractors for the 
same purpose, and the process is exvedited by harness incor- 
porating light tubular shafts, with automatic coupling. 
* * + * 

Changes in the G.W.R. Block Telegraph 

Increasing use of the “line clear ” controls, and the necessity of 
replacing the one-wire block instruments on the lines formerly 
belonging to the Welsh companies has led the G.W.R., as de- 
scribed in an article in this issue, to introduce a new design of 
block instrument to take the place of the Spagnoletti disc pat- 
tern, so long the standard. The latter was first used on the 
Metropolitan at its opening in 1863, but was worked in a differ- 
ent way from that which G.W.R, men are used to. The normal 
indication then was “line clear,” with the white key pegged 
down at the box in rear, all the instruments being fitted with 
keys. A train was accepted by pegging down the red key at 
the box ahead. The District Railway had these instruments at 
first, but no other line in Great Britain adopted them. Spag- 
noletti’s induced needle, however, was used later in other types 
as well as his own, and everywhere in signal repeaters and in- 
dicators. It was patented in 1869. The new G.W.R, instru- 
ment, which is of pleasing appearance, has the modern bold 
type of needle indicator and should prove popular with the 
signalman, which is an important point. 

7~ * * + 


G.W.R. Contract for Robert Stephenson & Hawthorns 


Robert Stephenson & Hawthorns Limited has secured a 
contract from the Great Western Railway for the building of 
fifty 0-6-0 heavy shunting tank locomotives, similar to those 
which were described and illustrated in our July 11 issue. The 
contract is of more than usual interest, because of some of the 
circumstances which attach to it. One of the original con- 
stituent firms of the present company of locomotive builders, 
Robert Stephenson & Company, of Newcastle-on-Tyne, built 
two of the first G.W.R. locomotives, the North Star and the 
Viorning Star. The former of these engines were delivered at 
Maidenhead on November 28, 1837, and worked the directors 
irain on May 31, 1838, preparatory to the opening of the line. 
[he association between the G.W.R. and Stephensons goes 
back even further, for in August, 1836, Brunel had placed an 
order for locomotives with Charles Tayleur, who, with Robert 
Stephenson, founded the Vulcan Foundry at Warrington. Inci- 
dentally, Daniel Gooch, the first Locomotive Superintendent 
of the G.W.R., commenced his business life with the Vulcan 
Foundry, and later went to Robert Stephenson & Co. at 
Newcastle. It seems, therefore, that the private builders which 
are descended from Robert Stephenson & Co., which 
built the early G.W.R. locomotives will also build the last 
ordered before the company passes into State ownership. 

* * * * 
A Powerful Freight Locomotive for Peru 

We publish elsewhere in this issue an illustrated description of 
an exceptionally powerful 2-8-0 oil-burning locomotive of nor- 
mal type built by the Hunslet Engine Co. Ltd, for service on 





YUM 


at ot a ok ae 


— 


Ss 35 0<4¢4 603 OCS 35 sO DD 


rh 
ey 


oO 


an 


wi 





od 
th 
to 
eS 
ol 


he 


ia 
: of 
10se 
The 
the 
on- 
lers, 
Juilt 
the 
d at 
tors 
line. 
goes 
j an 
ybert 
Inci- 
dent 
ican 
. 
thich 
yhich 
last 


on of 
-nor- 
se on 








November 21, 1947 





the Trujillo Railway of the Peruvian Corporation. Although 
the gauge is only 3 ft., the locomotive is capable of a tractive 
effort of 25,200 lb. at 75 per cent. of the boiler pressure. The 
conditions governing the general design were particularly 
severe; the engine’s duties will include the haulage of non-braked 
trains weighing 400 tons over ruling grades of 1 in 50 and 100- 
metre (328-ft.) curves, at speeds up to 35 m.p.h. Furthermore, 


the axle load had to be limited to 12 tons. The design just 
manages to fulfil the last-named condition, the adhesive weight 
divided between the four coupled axles being 47:9 tons. In this 
eminently straightforward design, by far the most interesting 
feature is the disposition of the spring gear. Three-point 
suspension is adopted; the pony truck and two leading coupled 
axles are compensated as one group, a cross-beam being also 
included. The other two coupled axles form the other group; 
but in view of the small clearance between the firebox and 
frames, the equalisers are above the axleboxes, sharing an in- 
verted laminated spring between them, whilst the outer ends of 
the equalisers are connected to twin helical and rubber auxiliary 
springs. The circular-pattern oil burner designed by the Chief 
Mechanical Engineer, Mr. T. Jefferson, is of special interest, its 
accessibility and ease of replacement being particularly com- 


mendable. 
* * + * 


Mirth in Adversity 

Official directives to be merry come from the highest quarters. 
Long before Sir Stafford Cripps recommended his evening 
parties, Mr. Herbert Morrison had expressed a desire to see a 
return.to Merrie England. Unfortunately, organisers of revels 
are likely to find that maypoles are for export only, and that 
the materials usually associated with entertaining guests at 
home are not being imported on a scale conducive to con- 
viviality. Amusement must come from that fund of internal 
good cheer of which the late Chancellor of the Exchequer was 
a leading exponent. His song in the heart was a gift to 
comedians rivalled only by the comments of the Minister of 
Fuel & Power on the taking of baths. With the supply of 
material of this kind becoming, as it were, a nationalised in- 
dustry, the prospects for the traditional life and soul of the 
party are bright. Further encouragement to be merry has 
come recently in a London Transport poster, which urges the 
value of a timely joke in blunting the discomforts of over- 
crowding. British humour has long been a source of bewilder- 
ment to some of our Continental neighbours. Once they 
recognised, at least, that it was spontaneous, but the joke manu- 
factured to order from official prompting will introduce a new 


complication. 
+ * * * 


Railway Wagon Shortage 


EADERS of these columns will not be unaware of the 
serious difficulties which are already being experienced, 
and which are likely to be accentuated in the near future, in 
meeting traders’ requirements for wagons. They will not be 
surprised, therefore, that Sir Stafford Cripps deemed the subject 
to be of such importance as to warrant his calling a special 
press conference on Tuesday last for the purpose of emphasising 
the gravity of the position. 

Briefly, he explained that of the stock of just over one 
million railway wagons, nearly 200,000 are now under and 
awaiting repair and, despite the priority, which is being given 
to the construction and repair of wagons, the rate of deteriora- 
tion of the existing wagon stock is still outstripping both repair 
and replacement. As the result, there are now about 54.000 
fewer wagons in operation on the British railways than there 
were at this time last year, and over 80,000 less than in 1945. 

On the other hand, he estimated that at least one million 
tons more coal will have to be conveyed by rail this winter, 
and over 4 million more tons of iron and steel traffic. Even 
allowing for the accelerated rate of repair which is being 
achieved, he estimated that there would be a deficiency of 
100,000 wagons to deal with coal, iron and steel, and general 
merchandise. 

His address to the conference was designed to inaugurate an 
intensive and sustained drive to use the existing wagon stock 
to greater advantage. Welcoming the evidence of a reduction 
in the time wagons are held under load which has been 
achieved this year, he stressed that many thousands of wagons 
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are still being held too long at private sidings, docks, and 
stations. He also admitted that the introduction of the five-day 
week in industry had added to the railway problem, because 
the non-availability of staff at weekends to discharge wagons 
had immobilised large numbers for two or three days. There 
was a great risk, he emphasised, of the immobilisation of the 
wagon stock gravely impairing the national productive effort. 

He therefore appealed urgently to all works managements 
using railway transport to review immediately their transport 
arrangements, use all possible means to quicken the discharge 
of wagons, and to ensure that there is no avoidable detention of 
loaded or unloaded wagons. He asked for the greatest possible 
measure of co-operation of all users of rail transport in ex- 
pediting wagon discharge and of railwaymen in doing their 
utmost to speed up the movement of goods of every kind. 

He specifically appealed to railwaymen to work overtime 
and at weekends, when it is really necessary, to discharge 
wagons, and to all industrial concerns to endeavour to clear 
every wagon on the day it arrives. In particular, he urged firms 
not to use railway wagons for storage purposes, and to get 
volunteers or assistance from the local Labour Exchanges, to 
work overtime and on Saturdays or Sundays whenever 
necessary. Finally, he intimated that a review of the existing 
free periods and demurrage charges for the retention of rail- 
way wagons is now proceeding, and unless a marked reduction 
in the time loaded wagons are detained is speedily apparent. 
drastically increased penal demurrage charges will have to be 
imposed, and most rigorously enforced. 

We understand that this press conference marks the com- 
mencement of a special all-out effort by the railway manage- 
ments to secure an improvement in the discharge of wagons. 
Every railway district or divisional manager in the country is 
taking special steps to secure the co-operation of all members 
of the staff and their trade union representatives; all traders 
are being approached locally and through their associations 
and organisations, and representatives of Government depart- 
ments are being contacted to make their contribution. 

In addition, static or mobile squads of railway staffs of all 
grades are being formed to assist in discharging wagons in 
their own time, especially at weekends; railway cartage will be 
augmented by the employment of local hired cartage; and the 
assistance of Service personnel and transport units sought to 
accelerate discharging operations. Associated with this inten- 
sive drive will be a virile publicity campaign in the national 
press; the exhibition of posters and the distribution of leaflets 
urging all concerned to assist in the speedy turn-round of 
wagons. 

Although originality cannot be claimed for any of these 
measures, it is to be hoped that, in the national interest, the 
combination of the various efforts will achieve a substantial re- 
duction in the serious wagon detention at destinations, and there- 
by assist in securing a much more intensive use of the reduced 
wagon stock available. Other considerations which Sir Stafford 
doubtless had in mind, but did not mention, are the necessity 
for seeing that sufficient locomotive power is available for 
making the more intensive turn-round desired, and for adequate 
staff to repair and man the locomotives, on both of which 
points the present position is not reassuring. 

* * « 


Defend Private Enterprise in Transport 


ia heading of this article is copied from the title of one 

by Dr. C. S. Duncan, Economist, Association of American 
Railroads, which appeared in the Railway Age of October 11. 
Though the U.S.A. railways were able to withstand pressure 
for Government control during the war, they have to be on 
guard against forces at work to bring about Government 
ownership in peacetime. 

Dr. Duncan points out that the nationalisation of the 
British railways was represented to be a natural development. 
The public confidence in private managemenit was undermined 
persistently by statements that the railways were inefficient and 
lacking in enterprise; the lines were said to be run in the in- 
terests of the stockholders and to pay low wages so that divi- 
dends might be maintained. During the war, the railways 
were starved for staff, materials and equipment: at the end 
of hostilities they were represented to be “a poor bag of 
assets ” and the only remedy was for the State to take them 
over! 











Dr. Duncan fears that the same process of “ discredit, 
penalize, destroy” can be traced at work in America. He is 
alarmed at the inertia and complacent attitude of British 
traders and users of transport who thought they might realise 
some temporary advantage from nationalisation and did not 
exert themselves to oppose our Government’s policy. The 
moral he draws is that American railways should be supported 
by all who believe in free private enterprise. Private manage- 
ments in the States must be awakened to the danger of the 
present policy of drift. 

Though America prides itself on being the home of free 
enterprise, certain socialistic tendencies, in Dr. Duncan’s 
opinion, are spreading over there. Beware, he says, when ex- 
penditures are made out of the Government treasury on the 
basis of benefits rather than charges on the basis of use. He 
argues that the true test of usefulness of transport facilities 
should be the willingness of the traders to pay their full cost. 
This applies to highways, waterways and airways. The user 
payments should be sufficient to meet construction and oper- 
ating costs, interest on investment, and a proper sum. in the 
shape of taxes, towards the support of Government. In other 
words, Dr. Duncar favours the policy, which The Railway 
Gazette has advocated persistently, of transport users paying 
an adequate toll for the provision of the facilities which they 
enjoy. 


* * * * 


Will ‘** C ” Licences Sabotage Rail and Road 
Co-ordination ? 

NE of the ostensible reasons for the Transport Act, 1947, 

is the need for the co-ordination of transport, and par- 
ticularly of rail and long-distance road freight services. It is 
therefore of interest to make some effort to assess what pro- 
portion of the country’s goods road transport industry is likely 
to come under the control of the British Transport Com- 
mission. Current comparable statistics are lacking, and there 
are some discrepancies between the public statements of the 
Minister of Transport, but the general picture is clear. Dur- 
ing the Report stage of the Transport Bill, the Minister said 
that, as the provisions for compulsorily acquiring certain long- 
distance road undertakings became operative, it was estimated 
that 34.000 commercial lorries would pass into the hands of the 
Commission, of which 11,000 would be taken from the railway 
companies. He also estimated that 100.000 commercial road 
lorries operating under “A” and “B” licences, and 380,000 
commercial vehicles operating under “ C” licences would not 
be transferred to the Commission. Thus by far the greater 
portion of the country’s road haulage will not be subject to its 
jurisdiction. In the House of Commons on August 4 last, Mr. 
Barnes stated that some 23.000 road freight vehicles will be 
taken over under the Act, and in his speech at the Road Haul- 
age Association luncheon to Swedish road hauliers on October 
2, he said that the road haulage undertakings predominantly 
engaged in long-distance carriage of goods which were to be 
taken over by the British Transport Commission numbered 
about 2,500, operating some 30,000 vehicles, including about 
10,000 railway-owned vehicles. The last-named figures are 
presumably very approximate. 

The total number of mechanically-propelled goods vehicles 
in the country, which has been stated as high as 580.000, must 
be reduced by agricultural and showmen’s vehicles, and by 
watering and cleansing vehicles of local authorities. Also, 
electric battery vans are limited mechanically in their radius 
of operation. Diesel, petrol, and steam lorries, etc., total not 
more than 540,000. of which about 140,000 at present are oper- 
ating under “A” and “B” licences. The Transport Act does 
not affect 70-80 per cent. of the present membership of the 
Road Haulage Association. It may be recalled that the “A” 
licence is granted to the operator using his vehicles for hire. 
He receives protection from new competitors, but increases in 
his fleet are rarely granted, and the Road & Rail Traffic Act 
of 1933 virtually stabilised this class of operation—that of the 
ordinary goods haulier—at 93,000 vehicles, but the number 
dropped somewhat during the war years. The “B” licence 
is granted to the operator using his vehicles partly for hire 
and partly for his own trade or business. The licence may 
specify a limited radius or particular types of load to which 
the haulier must confine himself when working for hire. This 
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type of business has become stabilised at about 54,000 vehicles. 
The balance, comprising nearly three quarters of the total of 
vehicles, is operated under “C” licence, granted to the owner 
who uses his vehicles exclusively for his own trade or business. 
The “C” licence holder is excluded from acquisition under the 
Transport Act. 

The Commission is required to acquire those road haulage 
undertakings which were engaged predominantly during 1946 in 
long-distance carriage for hire, defined as meaning a route 
mileage of 40 or upwards, necessitating a journey beyond a 
25-mile radius from the operating base. The activities of an 
undertaking are, by Section 41 of the Act, to be deemed to 
have consisted, to a predominant extent, of ordinary long- 
distance carriage for hire or reward if either of the following 
conditions be satisfied: (a) Total weight of the goods which 
were the subject of ordinary long-distance carriage for hire 
or reward in goods vehicles of the undertaking exceeded haif 
the total weight of all the goods carried in all the goods 
vehicles of the undertaking (whether under “A,” “B,” or 
““C” licences and whether carried for hire or reward or not). 
(b) Receipts of the undertaking for ordinary long-distance 
carriage for hire or reward exceed half the total value to the 
undertaking of the services of the vehicles, obtained by adding 
to the receipts from carriage for hire or reward, a sum in 
respect of carriage otherwise than for hire or reward, equal 
to the charge which could reasonably have been made if they 
had been carried for hire or reward. 

This would seem to be sufficiently precise to have had the 
effect of “ freezing” the industry on 1946 traffics, but the view 
has gained ground in some quarters that many “B” licences 
are turning their vehicles over to operations which make them 
eligible for “C™ licences. We believe this to be a mare's nest. 
Even if the predominant character of a business were to be 
changed during the present year, or before acquisition, it would 
not affect the right of the Commission to take it over on the 
basis of 1946 results. Should such a change be used as 
grounds for compassionate treatment, the maximum achieve- 
ment of the “ B” licence undertaking would have been to re- 
tain all its vehicles, but at the expense of sacrificing its 
carriage for hire or reward without any compensation. This 
would be unlikely to prove advantageous if the business of 
carriage for reward were at all substantial, and in such event 
would have little effect on the co-ordination feature of the 
nationalisation scheme. 

The existence of the “C” licencee has always been a for- 
midable factor opposed to previous attempts to stabilise general 
road transport charges, or to co-ordinate them with rail 
The railway principle of “ what the traffic will bear ” 
was largely nullified with many classes of traffic by the enor- 
mous increase in road transport after the 1914 war. and any 
co-ordinated rail and road rates structure will be imperilled 
similarly by the “C” licence. 


charges. 


Movement 


By John Elliot, General Manager, Southern Railway* 


AILWAY management is not really interested in electrifica- 
tion as electrification. It is not interested in steam loco- 
motion as steam locomotion, or in diesel-electric traction as 
diesel-electric traction; it is interested only in movement, the 
movement of trains over its tracks, which is the essence of a 
good railway. The more movement you have, the better the 
railway; the less movement, the poorer the railway. All the 
time that you have equipment standing idle or not moving, you 
have capital wasting time. All the time that carriages stand 
in the sidings or between signals there is a wastage of seats. 
Management, therefore, is interested only in what is the best 
method of shifting the people or the freight. 

So far as the Southern Railway is concerned, we are 75 per 
cent. passenger and 25 per cent. freight, which is almost the 
exact reverse of the position on the L.M.S.R. and the L.N.E.R., 
and considerably different from the Great Western. We are, 





*From the discussion following the paper ‘Electric Traction on the 
Southern Railway ’’ to the Institution of Electrical Engineers by Mr. C. M. 
oy Chief Electrical Engineer, Southern Railway (see our November 7 and 
14 issues) 
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therefore, a problem on our own. We move into and out of 
London in 23 hrs. in the morning and 24 hrs. in the evening, a 
total of just over half a million people; and that happens to be 
a task the like of which does not exist anywhere else in the 
world. It is the greatest single mass of human bodies anywhere 
in the world to move in such a short space of time. We are 
intensely interested, therefore, in the best method of moving 
those people. 

I can say without any hesitation whatever that up to the 
present we are absolutely convinced on the Southern Railway 
that electrification has no equal for our problem. We could not 
move so many people in such a short space of time without elec- 
trification. As many of you may know, we give our trains a stop 
of only 20 sec. at each station, and we stick to that; there is a 
great deal of trouble if that is exceeded. We achieve that by 
the old-fashioned method of compartment stock, or rather stock 
with plenty of doors, so that people can get in and out quickly 
and not be jammed up because there are not enough doors. 
Electrification for us has meant rapid movement, and it has 
meant punctuality; and that is what people like. 

It is unfortunate that today is a foggy day. Even so, our 
record this morning on all trains, moving between 300,000 and 
400,000 people, was under 9 min. late for all those trains. Dur- 
ing the last four weeks—on the best day, October 18—the*all- 
line record of trains arriving at the terminal stations in London 
of all the three divisions showed an average late arrival of 
only 0-3 min., while the worst day, excluding fog, was 2.4 min. 
The average late arrival for the same period of four weeks, in- 
cluding fog, mishaps, and every other kind of trouble that can 
happen on a railway, was just under 3 min. That is not as 
good as before the war, but it is a record of which we are 
proud, and which we are sure could not be achieved except by 
our electrified railway. 

I can draw on my experience in the Traffic Department and 
say without any hesitation that electrification has enabled us to 
do another thing, and that is to encourage the public not to 
worry too much about timetables. We have tried to space our 
trains on what we call the “ even time ” system—every 15 min., 
every 10 min., every half-hour, every 20 min., and so on—so 
that people in any neighbourhood, .with the green and white 
signs that we hang about the place directing their attention to 
the Southern Electric, get into the habit of going to the station 
without worrying about the timetable, because they know that 
there will be a train quite soon. That has built up a great deal 
of business for the Southern Railway. 

Strange to say the profit on our electrified system is not made 
in the peak hours; in fact, I think it has been said that there 
is barely any margin of profit at all on the peak hours. The 
profit is made in the non-peak times, because, with all the 
equipment there, we are able at very slight cost to run short 
trains continually up and down our lines, and, with the com- 
bination of a frequent service and a good and well-advertised 
schedule of cheap tickets to take people into London for shop- 
ping, theatres and so on, and to take them from the country 
districts round Maidstone, Guildford, and so on, into the county 
towns, we have been able to build up a very considerable busi- 
ness and have given the public good service. 

Thus we are very much wedded to our electrified system. 
From an operating point of view, we could not do without it; 
we could not possibly work the number of trains that we do 
without electrification. When we have bad weather, greasy 
rails, signal delays, and so on, the advantages of having a train 
with so much horsepower behind it, of having a prime mover 
that will get going again so quickly, are of very great value to 
us, particularly where track capacity is limited, as it is in the 
crowded London area. You know what the Southern Railway 
tracks look like, with the number of trains going through Clap- 
ham Junction, New Cross, Croydon, and so on. There is little 
or no room for us to widen our lines in this area, and it is of 
the utmost importance that our trains should have the maxi- 
mum of mobility. We try to aid that by colour-light signal- 
ling, junction indicators, and so on. Those things taken to- 
gether have helped to make possible what the author has 
described rightly as a great public service. 

The future for us is shrouded in mystery. No doubt the sun 
from Berkeley Square House, and from 55, Broadway, will 
break through, and we shall know on January | the wonders 
which will be performed. Personally, I am confident that a 
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State-owned railway system can work and should work. We 
should aim at giving not merely as good a service as before— 
it is not worth while to make this great turn-over merely to 
give the same service. What we have to give is better service. 
I feel sure that if we are given the allocation—I believe that 
that is the jargon now—of steel and all the other necessary raw 
materials to enable us to carry out during the next five to ten 
years the further great scheme of electrification which will 
eliminate completely steam working from the Southern Rail- 
way east of the London-Portsmouth line, the Southern section 
of the State Railways will be able to cope with the developments 
which ought to be introduced in so closely-packed and popu- 
lar a part of our island. 


* + * * 


The Administrative Function 
By F. A. A. Menzler, B.Sc., F..A.. MInst.T. 


i = the sphere of organisation and administration, it is the 
national habit to prefer the empirical to the logical 
approach, to try something out and see whether it works, and, if 
it doesn’t, to adapt it from time to time until, by a process of 
trial and error, a working solution is discovered. In such an 
intellectual climate, Mr. Pope has performed a notable ser- 
vice, for all students of large-scale administration, by his 
recent paper before the Institute of Transport, entitled “ Prin- 
ciples of Organisation for Large Undertakings.”* Hs paper. 
as one would expect, is eminently a practical one, full of sage 
counsel, particularly in regard to the handling of the human 
material through which any organisation must express 
itself. 

Mr. Pope presents a generalised scheme of organisation for 
any large undertaking, presumably whether public or private. 
Under this scheme, the high command would reside in a 
“ Headquarters” consisting of a number of functional divi- 
sions—operating, engineering, commercial, accounting, etc.— 
each presided over by a specialist in the particular function. 
While headquarters would be functionally organised, there 
would be effective devolution to regions, in each of which the 
local functionaries would be under the immediate control of 
an officer who would be responsible to Headquarters as a 
whole. Of the group of Headquarters functionaries, it is 
said :— 

* Their work is mainly to help the regional or area officers: 
to think ahead; and to co-operate with each other on the 
development of the organisation as a whole.” 

In other words, they are responsible for general oversight and 
for planning. It is in regard to the organisation of Head- 
quarters that, it is suggested, the scheme needs elaboration 
in an important respect. 

It is common ground that no undertaking can stand still, 
if it is to avoid decay. In a large undertaking, above all. 
there is a constant need to review existing practices and 
policies and, not infrequently, to determine an entirely new 
policy, for example, whether the undertaking is to embark 
on a new activity or discontinue an old one, or whether 
a long-established technique is to be abandoned and a new, 
perhaps revolutionary, method put in its place. Inevitably. 
when any large matter of this type is under review, a complex 
of factors—commercial, operating, engineering, financial, 
economic, and it may be legal—needs to be appraised and each 
given its due weight so as to assist ultimate authority to arrive 
at a judicious decision. In a very large undertaking, is a 
group of headquarters specialists, presided over, it must be 
assumed, by a Chairman, the best form of organisation for 
the performance of such a non-specialist function? How, in 
fact, will they “co-operate with each other on the development 
of the organisation as a whole”? Policy is not simply the 
sum of its specialist parts. The evolution of policy requires 
an intellectual process, involving a synthesis of a number of, 
often conflicting, factors. 

Let us imagine, then, such a Headquarters to be confronted 


* Author's Note.—This article is based on observations made during the 
discussion of Mr. F. A. Pope’s paper, ‘* Principles of Organisation for !.arge 
Undertakings,” before the Institute of Transport on November 10, 1947, and 
rcported in The Railway Gazette of November 14. As, because of paper 
shortage, the discussion will not be reported, the hospitality of the columns 
of. mee Railway Gazette has been sought in order to ventilate a point of 
principle 
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with a major problem of the type suggested above. One can 
picture the five or six Headquarters’ functional officers con 
cerned sitting in committee round a table with the Chairman, 
all armed with departmental briefs, arguing with great cogency 
their departmental points of view, while attempting the task 
of self-co-ordination. These specialists are, by definition, all 
of equal rank and, it may be safely assumed, are already pretty 
busy with their functional responsibilities. Whose is to be 
the specific job of doing the hard, non-specialist thinking, 
that prepares the way for an integrated judgment, which gives 
due weight to all the departmental and other factors, and in 
particular of preparing, if need be, that indispensable high- 
level document—" the first draft °—requiring something more 
than mere drafting facility? 

There may be, but not inevitably, a towering personality, 
who is tacitly accepted by all the others as a sort of primus 
inter pares, but, human nature being what it is, this would 
be unusual. Even such an individual would have to find a 
not inconsiderable amount of time, and he would still be 
basically the head of a functional division. What would 
probably happen is that, because of the time taken to recon- 
cile the different points of view, the “ high-ups ”* would refer 
the matter ad hoc to an individual, or to a committee of indi- 
viduals, at a lower tier of responsibility than themselves. But 
officials at a lower tier may have neither the time nor the 
aptitude for reflection and high level thinking. which obviously 
cannot be done at odd moments or round the table. In any 
event, their outlook would be departmental. 

What may happen, of course, is that an able Chairman or 
Secretary is expected to do the real work—this has been stated 
to be the ideal form of committee—or, more commonly, a 
humdrum uncreative document would be produced on safety- 
first lines from which original thought is largely absent. The 
fact is, committees are rarely creative agencies. All too fre- 
quently, as in political life, their appointment is akin to ad- 
ministrative escapism. It is therefore suggested that the only 
satisfactory way of handling large problems of policy is to 
place on a separate division of Headquarters. divorced from 
day-to-day responsibilities, and under the direction of a high 
ranking officer, the duty of providing a considered, non-de- 
partmental, cross-bench view in the light of all the available 
facts (which may often be conveniently garnered by the aid of 
appropriately constituted committees), and of the views of the 
relevant functional divisions. 

The argument then is that there is, in fact, a main, non- 
specialist function for the performance of which provision 
should be made in the Headquarters organisation of any really 
large undertaking with nation-wide activities. It is the “ ad- 
ministrative * function in the true sense of the word, which 
needs for its discharge something like a “ general staff,” whose 
job it is both to review the activities of the undertaking as a 
whole and to be thinking ahead in the light, not only of 
current achievements, but of financial, economic. social and, it 
may be, political trends, as well as of scientific and technical 
advances. 

What support is there for this argument for the specific 
recognition of what is here styled the administrative function 
in framing an organisation? One of the largest spheres of 
activity is concerned with the functions of the central govern- 
ment. Towards the end of World War I a report was pre- 
pared by the Machinery of Government Committee, of which 
Lord Haldane was Chairman. As an illustration of the way in 
which high level committees can on occasion be made to 
work. he wrote most of the report. What he said under the 
heading of * Formulation of Policy ” is apposite in the present 
connection. Adequate provision, he asserted, had not been 
made in the past 

“for the organised acquisition of facts and information, and 

for the systematic application of thought, as preliminary to 

the settlement of policy and its subsequent administration.” 
The principle was favoured 

“of placing the business of enquiry and thinking in the 

hands of persons definitely charged with it. whose duty 

is to study the future. and work out p!ans and advise those 

responsible for policy or engaged in actual administration.” 
The report goes on to remark, in a striking passage, that the 
reason for this separation of function 

“has been the proved impracticability of devoting the neces- 

sary time to thinking out organisation and preparation for 
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action in the mere interstices of the time required for the 

transaction of business.” 

In these few sentences, it is claimed, are enshrined the basic 
principles of higher administration. They are the justification 
for the Civil Service practice of having an Administrative Class 

the so-called “ Secretariat,” superimposed above the purely 
executive departments of Ministries and concerned 

“ with the formation of policy, with the co-ordination and 

improvement of Government machinery, and with the general 

administration and control of the Departments of the Public 

Service.” 

hus, it is their job, under the Permanent Secretary, to bring 
together the various departmental or specialist points of view: 
to weigh up all the factors—technical, financial. social and 
economic—and to produce considered documents setting forth 
and assessing the alternative courses that may be followed, on 
the basis of which Ministers can decide the line of policy to 
be pursued. This, needless to say, is an exacting task; it re- 
quires for its performance a high degree of intellectual capa- 
city, knowledge of men and affairs. sagacity and horse sense. 
Above all, the administrative quality is not specialist in 
character, though, of course, specialists may possess it. 

It is not fashionable in these days to see much good in the 
methods of Whitehall. Let us turn. therefore, to a totally 
different sphere where profits are the criterion of success, 
namely, private industry in the United States. It so happens 
that there is available a detailed study* of the management 
policies and practices of 31 leading industrial corporations in 
the United States,with assets ranging from $100 millions to 
$900 miions, covering most forms of productive activity. 
Leaving aside the “ one-man shows,” one-third of the com 
panies reviewed look to the chief executive and a part-time 
but formally constituted council of divisional executives, called 
together from their divisional duties as necessary, to handle the 
broad administrative functions of general management. Of this 
form of organisation, it is remarked that 

“It is difficult for divisional executives, absorbed in their 
day-to-day divisional prob!ems and responsibilities, to cast 
this all aside and take a sufficiently broad company-wide 
viewpoint to be fully effective in the field of general man- 
agement during the few hours a week in which they may 
serve on the council.” 

In one-quarter of the companies, however. “ general man- 
agement” is achieved through a small council of general 
executives, devoting their full time to the broad interests of the 
company as a whole. They are not, as a rule, in charge of any 
specific phase of the company’s operations, this responsibility 
being effectively delegated to divisional executives. This method 
is followed more particularly by those companies which have 
devoted most attention to organisation planning. and is stated 
to be the one towards which there is a discernible trend among 
the larger concerns. The advantages are stated inter alia to 
be as follows: —- 

“With a small group of top executives concentrating full 
time on the problems of general management and divorced 
from the problems of administrative routine of divisional 
management, the broad planning, direction and co-ordina- 
tion so vital to the success of the business as a whole are 
facilitated and assured.” 

It is contended, therefore, that any generalised pattern of 
organisation for large-scale undertakings ought specifically to 
provide. somewhere at the summit, for the performance of 
this administrative function through a Headquarters division, 
however styled, consisting of staff free from specialist responsi- 
bilities and reporting directly to the head of the organisation. 
It is for argument in any particular case whether this Adminis- 
trative Division should be inserted over the functional divisions 
at Headquarters, in accordance with the precedents cited, or 
in parallel with the functional divisions. 

It shou'd, perhaps. be added that the specific recognition 
of the admin‘strative function offers no guarantee that the 
answer will be right. In the practical world, all the factors 
are not quantifiable and some even may not be known. There 
is always scope for the operation of that indispensable adminis- 
trative quality—the “ hunch.” This is where those at the top 
may need to come in. 
and Control. Oxford University Press. 


* Top-Management Organisation 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Engine Shed Roofs 


159, Stamford Road, Audenshaw, Manchester. 
November 13 
To THE Eprrork OF THE RAILWAY GAZETTE 

Sirn,—There are certain features of the new L.M.S.R. engine 
shed roofs [see our November 7 issue.—Epb., R.G.] which call 
for comment. The most striking is the quantity of material 
involved, as the 32 cantilever beams surrounding the turntable 
are said to weigh 124 tons apiece, giving a figure of 400 tons 
for the radial members alone, carrying some 37 per cent. of 
the total roof area. It would appear that the whole system 
of beams will be nearer treble this amount, and I should be 
most interested to learn the total weights of the complete 
framing and of the roof covering, together with its smoke 
ducts. The proportion taken up by steelwork and reinforcing 
bars should be stated. 

| consider the turntable shed can provide the most comfort- 
able working conditions for the staff, without at the same 
time impeding the movement of engines, but in two respects 
the present examples display a retrograde tendency. First, 
the very marked protection from draughts secured by the use 
of two or three small entrances, is likely to be less effective 
when the centre of the shed is not roofed over. Incidentally, 
winds would be a more accurate description than draughts 
where some through sheds are concerned. Secondly, the very 
low roof with continuous smoke troughs does not lend itself 
to goed general lighting, either natural or artificial, as the 
spread is much restricted when adjacent roads are occupied. 

In a shed housing one or more turntables under a pitched 
roof, one usually obtains an impression of space and cleanli- 
ness that is absent in a shed with a flat or north light roof: 
to a large extent this seems due to the superior lighting and 
the better clearance of smoke from the working area. There is 
less obstruction with individual smoke jacks, and, provided 
these are suitably placed, there appears no reason for con- 
tinuous troughs in most round-shed stalls. 

The old three-span roof presupposes a shed of rectangular 
outline, the corners of which can provide useful working space 
under the common roof. It cannot be often that all the stalls 
are required to take engines of maximum length, or two 
equivalent engines, and accordingly some reduction in the 
overai! width of the shed may not be disadvantageous. There 
is no difficulty in building roofs of the necessary span, and the 
real problem is one of material to withstand smoke and steam. 
I understand aluminium has been tried in the U.S.A., with what 
result 1 cannot say, but if satisfactory it may well prove to be 
competitive with the concrete roof. 

Yours faithtully, 
H. BELL 


Locomotive Boiler Experiments 


4, Temple Fortune Court, 
London, N.W.11. October 10 
To THE EpiroR OF THE RAILWAY GAZETTE 

Sir,.—In view of recent correspondence on the Type “ E ” 
Schmidt superheater, perhaps the following details of Italian 
State Railways practice may be of interest. It should be men- 
tioned, perhaps, that the heating surface figures quoted are 
calculated in the Continental fashion, i.e., on the fire side, 
which has the effect of lessening the firebox and tubes figure 
and inflating the superheater figure in comparison with our 
practice. 

The Type “A” Schmidt superheater has been standard in 
Italy from their first superheated locomotive of 1907. Type 
“E” is a!so in use and was first applied about 1918 on re- 
building a saturated boiler; 276 of these boilers were rebuilt 
and applied to 0-10-0 and 2-6-2 locomotives. They gave a 
heating surface of 1.970 sq. ft., plus 745 sa. ft. superheater 
heating surface. The elements were in 2}-in. dia. flues, a size 
adopted as standard. At the same time as the rebuilding was 
being carried out. new 2-6-2s were being built with Type “ A’ 
superheaters giving 2.064 sq. ft. of heating surface plus 522 sq. 
ft. of superheater heating surface. The grate area of these 
bo'lers was 38 sq. ft. 

From 1922, 60 2-8-2s were built with boilers with a Type 
“A” superheater; heating surface 2.555 sq. ft. plus 722 sq.ft. 
superheater; grate area 46:3 sq. ft. From 1928 33 Pacifics and 
some of the 2-8-2s were rehuilt with the same boiler with 
Type “E” superheater. The heating surface remained the 
same, 2.555 sq. ft.. but the superheater was increased to 1.205 
sq. ft. A point about this boiler was that the tubes and flues 
were the same diameter, i.e., 24 in. There were 189 tubes, 





THE RAILWAY 





CAZETTE 579 





and 144 containing superheater elements. Some of the Paci- 
fics in recent years have been given a superheater heating 
surface of 1,765 sq. ft. How this has been a is not known 

-presumably by increasing the number of elements. 

Finally, there is a class of small mixed- traffic 2-6-0s, some 
of which have a Type “A” superheater giving 1,168 sq. ft. 
heating surface and 365 sq. ft. superheater heating surface; 
and others have a Type “ E,’ for which the relevant figures are 
1,395 sq. ft. and 416 sq. ft. Three classes of small tank loco- 
motives are fitted with a Type “E exclusively—a 2-6-0 
tank, a 0-8-0 tank, and a 0-6-0 tank rack engine. 

The above figures were given me during service in Italy, and 
| understood at the same time that the Type “ E ” superheater 
was fitted to those locomotives in which it was desired to 
gain an increased heating surface and production of steam 
without substantially increasing the axleload. It appears that 
in normal times the locomotives with the Type “ E,” though 
not rated to take a heavier load, were in fact given the stiffer 
duties to work in preference to their sister engines with the 
Type * A” superheater. 

Yours faithfully, 
P. M. BISHOP 


Extra Fuel Supplies for Tank Engines 


Locomotive & General Railway Photographs, 
* Merope,” Trevone Bay. Padstow. November 10 
To THE EDITOR OF THE RAILWAY GAZETTE 
Sir,—The reference in your November 7 issue to a tank en- 
gine with tender attached, to give increased water capacity, 
prompts us to send three photographs of locomotives which 








Coal tender eaaded to  eeene & Midlands side 
tank 0-6-0 








Extra coal space for Festiniog Railway * Little Giant” 


have. at one time or another, been similarly provided in respect 
of additional coal space. 

In the case of the Caledonian Railway example, it would 
appear that no bunker was provided on the engine, all coal 
being carried in the “ engine tender.” The illustration of the 
Eastern & Midlands Railway locomotive is reproduced by 
courtesy of the L.N.E.R. 

Yours faithfully, 
Cc. R. CLINKER 
for Locomotive & General Railway Photographs 








580 


The Scrap Heap 


ANTICLIMAX 

Jobs for the Boys under Nationalisation 
have one drawback, a chap in the racket 
tells us—once you're in, there seems to be 
nothing more to do, even if you wanted to. 


—‘Timothy Shy” in the “News 
Chronicle.” 
* + * 
PUBLIC RELATIONS OFFICERS 
These officials, with their secretaries, 


clerks, offices, were very much a luxury 
even in wartime when “there was mone) 
to burn.” They “created” their own 
duties and chose for the most part to be- 
come the Press-agents of their depart- 
mental chiefs, working for these chiefs as 
loyally and energetically as the film-star’s 
Press agent, with judicious boost, publicity 


and apologia. And today they hang 
round our necks like millstones. Have 
they made the work of the various 
Ministries and totalitarian public-boards 
comprehensible to us? Not to me. What 
do they cost us? An odd million or two, 
like the British Council. Not worth 
bothering about, when we deal in one 
hundred millions. But when it comes to 
cheeseparing, then our few remaining 


sweets of civilisation, a little petrol, a liitle 
travelling, an ounce of tobacco, a rasher 
of bacon—all! these are legitimate retrench- 
ments, but the P.R.O.s and the British 
Council are as securely entrenched as the 
fat men of the gambling industries, and 
can laugh at economies and cuts. I sup- 
pose it is quite natural. The Ministers 
need all the boosting and apology they 
can get, and the name of Britain abroad 
today has a deal of ground to make up 
after the mud-spattering it has received. 
But are these the most effective means of 
securing either object?—‘‘ Old Stager”’ in 
“ The Sphere.” 


* * * 


GREAT WESTERN’ RETAINED 
ITS NAME 

The events which resulted in the G.W.R. 
retaining its original title at the time of 
the railway grouping have been recalled 
by Sir Felix J. C. Pole, General Manager 
of the G.W.R. from 1921-1929, in an 
article in the Great Western Railway 
Magazine. In discussing the grouping 
Bill with Sir Philip Nash, then one of the 
principal assistants at the Ministry of 
Transport, Sir Felix Pole expressed the 
opinion that whilst it was quite proper. for 
example. that the London & North 
Western, the Midland, and the Lancashire 
& Yorkshire companies should be re- 
garded as co-equal constituents in their 
group, it was not reasonable to bracket the 
G.W.R. with five small companies in 
South Wales. such as the Taff, Rhymney, 


“How THE 
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Cambrian, and so on. He suggested that 
it would be much better for the G.W.R. 
to be the only constituent company in the 
Western group, leaving that company to 
negotiate terms with the smaller Welsh 
lines. Sir Philip Nash was in agreement, 
and Lord Churchill, Chairman of the 
G.W.R., on being told of the conversation, 
at once wrote to Sir Eric Geddes, Minister 
of Transport. The result was that when 
the Bill was introduced into Parliament 
the next day, the G.W.R. was shown as the 
only constituent company in the Western 
group, and all the other companies in its 


territory were labelled “subsidiary,” i.e., 
to be compulsorily absorbed by the 
G.W.R. 


Another proposal was that the larger 
Welsh companies should be made con- 
stituent with the G.W.R. The Minister 
felt he must make some concession to 
Welsh sentiment, and Sir Felix Pole agreed 
to six South Wales companies being made 
constituent with the G.W.R. if the Minister 
would refuse all other amendments affect- 
ing the Western Group. This led to the 
suggestion by Mr. A. S. Mills, then head 
of the General Manager’s Parliamentary 
Section, that the name of the group should 
be the Great Western Railway, and that 
the G.W.R. company should not be wound 
up. Accordingly an amendment was 
drafted constituting the Great Western 
Railway Company the amalgamated com- 
pany, and amalgamating therewith the 
other constituent companies in the group. 

* * * 


100 YEARS AGO 
From THe RatLway Times, Noy, 20, 1847 





| Py NDON and NORTH-WESTERN 

RAILWAY.—OPENING of the TRENT VALLEY 
RAILWAY for THROUGH TRAFFIC.—The public is re« 
quested to take NOTICE, that on and after 1st December, 
the mails and other trains, between London and Liverpool, 
Manchester and the North, will be transferred to the Trent 
Valley Railway, and that from that date the clocks at every 
station on the London and North-Western Railway will be 
set to Greenwich time. 

New Time Bills for,the line and its various branches may 
be had at any of the stations on and after the 25th day of the 
present month. 

By order of the Board, 
° MARK HUISH. 

General Manager’s Office, Euston Station, 

November 15, 1847. 


Note—Greenwich time is— 





Before Birmingham clocks........ 7 minutes. 
ee Liverpool clocks .......... 2 ” 
” Manchester clocks ........ 10 ” 
a Preston clocks.........++ 10 ” 
a Chester clocks .......... 12 se 
* * . 
EMERGENCY REPAIR 
Referring to the Scrap Heap paragraph 
in our issue of November 14, regarding 
the train run on a shoe string, Mr. H. 
Charnley recalls an incident in which he 
was concerned some years ago. Our 
correspondent. who is Northern Repre- 














“Of course in nineteen forty we stood alone 


[Reproduced by permission of the proprietors of ‘‘ Punch” 
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sentative of the Traction Department of 
Crompton Parkinson Limited, 
follows :— 

“IT was travelling on the up ~ Flying 


writes as 


Scotsman,’ when somewhere near Essep- 
dine the train came to a standstill. After 
a few minutes I opened a window {o look 


out, and found the engine driver walking 
alongside the train. He was a friendly. 
looking man, so I asked him politely what 
was the matter, and he explained that the 
brakes would not pull off easily. 

* Again presuming on his friendliness. | 
mentioned that I had spent my life looking 
for troubles on trains, and could J help? 
He replied that I could. So we walked 
along together; presently either he or I ({ 
am not sure which now) espied a hole 
in the train pipe from which an elbow 
had broken off. This connection went, if 
I remember right, to the brake cylinder of 
that coach. After some palaver I asked 
the restaurant car conductor to let us have 
an assortment of corks. One of these was 
a snug fit in the hole, so we drove it in 
carefully. After releasing the brakes on 
this coach, the friendly driver went back to 
his engine and I climbed into my coach. 

* At Kings Cross, which we reached not 
very late, the driver grinned at me and 
gave me a cheery wave of the hand. which 
pleased me immensely.” 

+. * * 

The brass whistle and name-plate from 
the engine The Lancashire Witch, which 
was built by George Stephenson in the 
1820s and ran between Bolton and Leigh, 
were sold for £8 at a sale of the contents 
of Hulton Hall, near Bolton, recently. 

* + * 


G.W.R. SAFETY BOOK IN POLISH 

Every member of the G.W.R. perman- 
ent way staff is issued with a copy of a 
booklet called “ Look Out.” This booklet 
shows the precautions which should be 
taken while working on the track—for 
their own safety. The principal features 
of the booklet now have been translated 
into Polish and distributed to the 160 
Poles working on the permanent way in 
different parts of the system. 


* * * 
ms PLEADED For Basi 
The Automobile Association have 


analysed 51,100 of the names on their 
near-two-million-signature petition against 
the abolition of basic petrol. They find 
that 31,520 were manual workers, 15,514 
were “ professional workers.” The balance, 
3,000-odd, omitted their occupation from 
the forms. 

Two lighthouse-keepers were among the 


51,000. Miners totalled 328: railway 
workers, 242; “ politicians,” 8; “ drones,” 
2; “spivs,” 20; unemployed, 6: “ pro- 


fessional hecklers,” 4; jockeys, 2: short- 
hand typists, 480; masseurs, 8: bailiffs, 2: 


local government officers, 268: Women’s 
Land Army, 10.—From the ‘“ Evening 
Standard.” 
* * 
Out OF GAUGE 


The loading gauge limitations that pre- 
vented the “ Train of To-morrow ” and the 
* Freedom Train” from entering the centre 
of New York City on their recent ex- 
hibition tours, has raised misgivings in the 
New Yorker regarding forthcoming 
“ blister” observation cars which are being 
planned with similar dimensions. The 
paper writes:—‘“ The fancy new blister 
cars being planned by Western railroads 
turn out to approximate the height of the 
‘Train of To-morrow,’ they won't be 
able to operate out of our local stations 
unless you want to count the terminals 
across the river in New Jersey, where. 
we're told, they would be all right...” 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


CANADA 


Report on Dugald Collision 


In a report blaming violation of operat- 
ing rules for the collision at Dugald, 
Manitoba, on September 1, in which 
lives were lost, the Board of Transport 
Commissioners urges the fastest possible 
modernisation of passenger equipment, and 
more stringent regulations for the use of 
wooden coaches. 

The board’s findings on the crash, and 
the subsequent fire that swept through the 
wooden coaches on the westbound Minaki 
special train, lay the blame for the col- 
lsion on the crew of the special, which 
crashed into a train standing at Dugald 
Station, on the C.N.R. main line near 
Winnipeg. 

The board found also that an operating 
official on the train was responsible for 
failing to detect the rule violation that 
sent the special down the main line in- 
stead of into a siding to bypass the stand- 
ing eastbound train. A further rule viola- 
tion by the special, the board found, was 
that it was travelling at least at 30 m.p.h. 
at the time of the collision, when it should 
have been prepared to stop. 

Noting that wooden passenger coaches 
had been marshalled between steel stock 
on the special train, the board declared it 
would issue an order eliminating the prac- 
tice. In future, all wooden coaches will 
be placed at the rear of trains. 

The recommendations as to modernising 
equipment < 

1.—That the C.N.R. and all other rail- 
ways replace wooden cars with steel units 
“as speedily as possible.” The report 
observed that the C.N.R. was making 
‘ reasonable progress ” in this direction. 

-That electricity be substituted for gas 
ighting as fast as possible in coaches 
adaptable for conversion. The board would 
take action periodically to see that this 
direction was complied with. 

The commissioners, who conducted their 
investigation at Winnipeg late in Septem- 
ber, declared they had been unable to 
determine why the operating rules had 
heen broken, since both the driver and 
fireman of the special had been killed. 





Competitive Rate Increase Refused 


Two members of the Board of Transport 
Commissioners have written minority judg- 
ments dissenting with the board’s majority 
decision rejecting an application by the 
railways to raise their competitive freight 
rates by 30 per cent. immediate'y. The 
judgments showed that four commissioners 
Voted for rejection, as had been an- 
nounced earlier, and two held that the 
railways should be allowed to raise the 
competitive rates. 

Hearings into the competitive rates. 
which are associated with the board’s long 
Inquiry into the railway application for a 
general rate increase. developed when the 
Wartime Prices & Trade Board lifted its 
control on railway charges last month. 
This move was followed immediately by 

arailway proposal to raise the competitive 
fates, which are low charges designed to 
Meet competition. 

The majority decision 
that the. main application embraced the 
competitive rates. and it was “highly de- 
to be considered together by the board 
Until final disposition of the matter.” 
Therefore, it ordered suspension of the 


took the view 


XUM 


proposed new rates of the railways until 
further order. The dissenting commis- 
sioners declared in their minority judg- 
ments that in many cases the competition 
for which the lowered rates were estab- 
lished had either disappeared or been 
lessened. Such rates therefore were giving 
undue preference to those who were using 
them, and were throwing an undue burden 
on other traffic. 


UNITED STATES 


Fewer Crossing Accidents 

Fatalities resulting from level crossing 
accidents in the first six months of 1947 
totalled 919. a decrease of 17 compared 
with the corresponding period in 1946. 
In the first half of this year, 2.088 persons 
were injured in such accidents, compared 
with 2,165 in the same period of last year. 

There were 87 fatalities resulting from 
such accidents in the month of June alone, 
a decrease of 26 compared with the corre- 
sponding month in 1946. Persons injured 
totalled 235 in June, 1947, compared with 
248 in the same month of 1946. 


ARGENTINA 


Transfer of French-Owned Railways 

As recorded in The Railway Gazette 
of October 31, the French-owned railways 
in Argentina were incorporated recently 
by Decree into the State Railways system, 
as a result of the agreement of sale reached 
in 1946. The actual transfer took place 
on November 1, when brief ceremonies 
took place at the headquarters of each 
railway. Colonel Alfredo J. Job, General 
Manager of the Argentine State Railways, 
took possession in Buenos Aires of the 
General Railway Company of the Province 
of Buenos Aires; Engineer Horacio 
Romero, Chief of Operation (Technical), 
took over the Provincial Railway of Santa 
Fé, in Santa Fé; and Engineer Nicolas O. 
Ferramola, Chief of Operation (Com- 
mercial), took over the Rosario to Puerto 
Belgrano Railway, in Rosario. 


New Argentina-Bolivia Railway 

The Argentine Government has issued 
a Decree authorising the opening, through 
the Central Bank, of a credit for 
$3,962,270 U.S., equivalent to ps.16,245,307, 
in favour of the Bethlehem Steel Cor- 
poration. The funds thus made available 
will be used to finance the purchase of 
40.000 tons of rails and accessories 
destined for the construction of the new 
railway from Yacuiba, on the Argentina- 
Bolivia frontier, to Santa Cruz de la Sierra 
and Sucre (Bolivia). which has been under- 
taken by the Argentine State Railways as 
a result of an agreement reached between 
the Argentine and Bolivian Governments 
(see also The Railway Gazette of 
August 2, 1946). 


INDIA & PAKISTAN 


Volunteers for East Punjab 
Four hundred trained railwaymen from 
Mysore have expressed their readiness to 
man trains in the disturbed areas of the 
Eastern Punjab Railway. These include 
43 drivers, 60 firemen, and 76 guards, the 
categories of which there is a serious 

shortage on this frontier railway. 
Similarly, the G.I.P.R. Railwaymen’s 
Union has passed a resolution offering to 
the Government of India the sefvices of 
some of its members, “ who will be ready 


58! 


to risk their lives in the discharge of their 
duties.” The South Indian Railway Labour 
Union also has passed a resolution assur- 
ing Pandit Nehru, the Prime Minister, that 
its members are fully prepared to help 
the India Government in “this moment of 
national crisis.” 


Suspension of Refugee Trains 

After a phase of intensive movement of 
refugees by rail between India and Paki- 
stan, the running of evacuee trains was 
stopped from September 23, owing to 
these trains not being allowed a safe pas- 
sage in the East and West Punjab. Several 
refugee trains were halted on the way, 
and moved on after intervals of two to 
three days as the movement of refugees 
across the Indo-Pakistan border was made 
safe. 


Attacks on Trains 

There were recurrent attacks on Muslim 
and non-Muslim refugee trains during 
their journeys on the Eastern Punjab Rail- 
way and the North Western Railway 
respectively. An East Punjab Government 
statement said that on September 22 a 
non-Muslim refugee train that arrived at 
Amritsar from Pind Dadan Khan, in West 
Punjab, was attacked by mobs at Saranpur 
and Harbanspura on the way. Of the 
3.500 persons who boarded the train, only 
about 2,000 reached Amritsar; many of 
these were seriously injured or disabled. 
The rest, concluded the statement, were 
killed by the mobs, and about 150 women 
were abducted. 

A Press note issued by the Pakistan 
authorities from Lahore described how a 
refugee train which left Delhi on the 
morning of September 21, was assaulted 
at two places on the way. It was attacked 
first at Beas, but the attack was beaten 
off by the British officer commanding the 
escort. 

The train was attacked again at Amritsar 
on September 22. The British officer 
opened fire again, and was reported by 
the survivors to have been shot. 


Strengthened Security Measures 

The halt in the running of refugee trains 
gave the military authorities, entrusted 
with the task of guarding the railways, an 
opportunity to strengthen measures for 
protecting refugees. In order to ensure 
the safe passage of trains through Amrit- 
sar, curfew was imposed on both sides of 
the railway track from September 23. This 
enabled a westbound Muslim refugee train 
to pass safely through that station. While 
enforcing the curfew, a British officer lead- 
ing a patrol was attacked by an armed 
gang and seriously wounded. 


SOUTH AFRICA 


Overseas Purchasing Policy 


Mr. W. Marshall Clark. General Man- 
ager of the South African Railways & 

Harbours, made a statement on railway 
equipment orders to a Press conference on 
November 3. He had just returned from 
a tour of Great Britain, Holland, Belgium, 
France, Switzerland, and Italy. In ‘Swit- 
zerland he attended the first post-war Inter- 
national Railway Congress. 

Mr. Marshall Clark said that in Great 
Britain he had received assurances that 
supplies which were urgently needed 
would be delivered as soon as possible. 
The British industrialist had great diffi- 
culties, not only with raw materials, but 
also with the delivery of his products. It 
was almost impossible to give a definite 
delivery date under present circumstances; 
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future transactions by the administration 
would, as usual, be made on a world-wide 


tender basis, with preference for the 
lowest quotation. 
British prices still were considerably 


lower than American, but in future con- 
tracts it was likely that a guaranteed date 
of delivery would be taken into considera- 
tion. The South African Railways had 
about £2.500,000 worth of rolling stock 
on order in Britain, and about the same 
value in other equipment. The General 
Manager said that there would be no 
switching of orders already given to British 
firms for rolling stock and other railway 
equipment, in spite of lengthy delays in 
delivery. 


Cape Eastern Main Line 

Part of another section of the new Cape 
Eastern main line, between Waku and 
Tylden, has been opened to traffic. This 
section forms a portion of the regrading 
and deviation work between Amabele and 
Imvani, which is being carried out at an 
estimated cost of £2,700,000. The section 
of line now opened is five miles long. 

The track consists of new 96-lb. rails, 
which have been welded into 60-ft. lengths 
and laid on new steel sleepers. It is hoped 


Publications Received 


Line of Communication: Railway to 
Victory in the East. By John Thomas. 
London: The Locomotive Publishing Co. 
Ltd., 88, Horseferry Road, S.W.1. 84 in. 

51 in. 86 pp. Illustrated. Paper 
covers. Price 6s.—This little work sum- 
marises the many episodes in and features 
of what has justly been described as an 
epic in the -history of railway transport. 
Much the same ground has been covered 
from time to time in our columns, but it 
is valuable to anyone interested in Indian 
or in wartime railway matters to have a 
compact and well-illustrated volume de- 
scriptive at once of so many aspects of the 


subject. It contains a vast array of 
personal experiences, many of which 
will be appreciated by those know- 


ing the local conditions in eastern 
India, as it then was. The last four 
chapters are not, strictly. directly con- 
cerned with the “line of communications,” 
as they describe the 1942 disturbances 
throughout India, the Damodar floods, 
Kanchrapara’s contribution to the war 
effort, and the 2-ft. gauge Darjeeling- 
Himalayan hill railway, respectively. They 
are, however, of considerable interest and 
the whole work is very readable. Most of 
the illustrations are excellent. 


British Diesel Engine Catalogue. 
Printed for the British Internal Combus- 
tion Engine Manufacturers’ Association 
by Temple Press Limited, Bowling Green 
Lane. London, E.C.1. 93 in. x 13 in. 
294 pp. 560 illustrations and 175 tables. 
Art paper. Cloth covers. Price £2 4s. by 
post for overseas countries only.—This is 
a comprehensive reference book of 33 
makes of British diesel engines, intended 
primarily for the assistance of overseas 
buyers, and designed to demonstrate what 
a group of British diesel engine manufac 
turers can offer for industrial. railway trac- 
tion. and marine purposes. Matter usually 
inserted in catalogues in the form of 
advertisements has been excluded. In the 
introductory section, there is outlined the 
basis of British practice in this particular 
field, followed by information on engine 
and fuel standards adhered to by British 
makers and an explanation of diesel en- 
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to open the remaining portion of the 
Waku-Tylden section in August, and work 
is proceeding steadily on other sections. 

It is hoped also to open about 25 miles 
of new track from Dohne to Gaika, in- 
cluding new stations at Toise River and 
Surbiton, this month or early in Decem- 
ber, and to complete the whole of the sec- 
tion south of Queenstown by about the 
middle of 1948. 


SWEDEN 

Resumption of Touring Trains 
This year the Swedish State Railways 
restored two of the summer touring trains 
which were a feature of their pre-war 
activities. One was run on the Under- 
skaer—Storlien route; and the other 

operated between Lulea and Narvik. 
Passengers travel by ordinary services 
to join the trains at their starting point, 
and thereafter are accommodated in the 
touring trains for seven days. The rolling 
stock consists of sleeping cars, restaurant 
and kitchen cars, a saloon carriage with 
radio and cinema equipment, and a coach 
for the train staff. Guides accompany the 
trains, and passengers are able to make 


gine technical terms, rating tables, acces- 
sories, etc. In the main portion are given 
descriptive and technical particulars of 
2,000 diesel engines for a variety of pur- 
poses. Full recognition is given to the 
future of diesel rail traction and to the 
ability of British firms to supply the 
means. For railway traction, there are 
described 29 basically different ranges, 
comprising 132 engines of up to 2,250 
b.h.p.. of which 45 are of more than 400 
b.h.p.. and, therefore, of the character 
of. main-line engines. The book recog- 
nises, also, the claims of narrow-gauge 
lines, and caters for the increasing use of 
diesels by public works contractors and 
for factory and plantation use. Examples 
are included of flameproof locomotives for 
mines which demonstrate the advanced 
degree of development of British diesels 
for this work. 


British Iron & Steel Federation Statis- 
tical Year Book, Tariff Supplement. Pub- 
lished by the British Iron & Steel Federa- 
tion, Steel House, Tothill Street. 
Westminster, S.W.1. Price 5s.—The 
B.1.S.F. has issued a Tariff Supplement to 
its Statistical Year Book for 1946. It is 
stated in the introductory note that the 
main purpose of the International Confer- 
ence on Trade & Employment having 
been to consider possible means of reduc- 
ing tariffs and preferences. it has been 
thought desirable to bring together in 
one volume the duties on iron and steel 
products, extracted from _ the _ tariff 
schedules of the sixteen countries taking 
part in the conference (together with those 
of certain other countries), on the same 
lines as in the Tariff Section of the Fede- 
ration’s pre-war Statistical Year Book. 
The rates of duty have been revised up to 
June 30. 1947. and are for the most part 
those actually in force at that date. 


Fibre Building Boards. A technical work 
published by the Building Boards Joint 
Committee. Melbourne House, Aldwych, 
London, W.C.2. 84 in. 54 in.. paper 
covers. 90 pp., including illustrations and 
six appendices. Price 5s. post free—This 
sets forth the results of the latest research 
based on memoranda prepared by _ the 
Technical Committee of the Joint Com- 
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excursions into the mountains from certain 
stations. The first of these trains went 
into service in 1925, and at that time was 
reserved for students. Since 1927 the 
facilities have been made generally avajl- 
able, and the number using the trains rose 
from 300 in 1925, to 1.440 in 1939, A 
reduced fare is charged-for the journey to 
and from the passenger's home station. 


ITALY 
Radio Test with Moving Trains 

Radio telephone tests from a moving 
train were carried out on the 123-mile 
Rome-Tivoli section of the Rome-Pescara 
main line on October 29, and contact was 
maintained successfully with a fixed station 
installed in the Ministry of Transport 
building in Rome. Frequency-modulated 
and phase-modulated transmission was 
used, and no interference was experienced 
from electric installations alongside the 
line. Prof. Corbellini, the Italian Minister 
of Transport, who was on board the train, 
later stated at a Press conference that this 
was the first time that railway radio com- 
munication with frequency-modulated 
waves had been carried out on a European 
system. 


mittee for the Post-War Directorate of the 
Ministry of Works. The technical aspects 
of the use of fibre building boards, pro- 
duced by a common effort of all firms in 
the industry that have pooled their know- 
ledge and experience, are explained for the 
benefit of the trade and community. 
There are three main classes of fibre build- 
ing boards: (1) insulating boards, (2) hard- 
boards, and (3) wallboards, to each of 
which a chapter is devoted. Thermal insu- 
lation and sound control, the construction 
of walls, floors, and roofs, methods of fix- 
ing, joint treatment, and surface finishes 
are among the subjects discussed with the 
aid of over 50 drawings and as many 
photographs. 

New information, published for the first 
time in this volume, is given on_ results 
of research into the fire resistance of inter- 
mediate timber floors having insulating 
board ceilings; and into the rate of flame 
spread on the surface of various types of 


board. 


Coventry Thread Grinders.-—Owing (0 
the simplicity and speed of the operation, 
thread grinding now is used universally for 
producing threads on component parts 
where accuracy is of first importance, and 
as a result the manufacture of components 
with ground threads is accepted as the most 
advanced practice. An illustrated brochure 
nublished by the Coventry Gauge & Tool 
Co. Ltd. describes how, with the advent 
of these machines, it was possible to harden 
the workpiece before grinding the threads, 
thus eliminating the effects of distortion 
and resulting in the production of cutting 
tools of greater accuracy at a higher rate. 
Two types of machines, resulting from 30 
years of experience, are described, the first. 
Type 39, being capable of grinding a thread 
19 in. long at one setting, and the second, 
Type 46, for a thread 41 in. in length 
Both are universal and capable of produc 
ing single or multi-start threads, either 
parallel or taper, to any desired form with 
any pitch to 60 threads per in. At the 
other end of the scale the machines will 
grind a lead of 12 in. per rev., while 
automatic relief grinding for taps, hobs. 
etc., is a feature of both. Internal threads 
can be produced by employing a special 
attachment. 
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A Powerful Freight Locomotive for Peru 


High tractive power obtained despite a severely res- 
tricted axleload on a bar-framed narrow-gauge engine 


QNE of the most powerful non-articu- 
lated locomotives to run on a 3 ft. 
gauge railway has been shipped recently 
by the Hunslet Engine Co, Ltd. from 
Liverpool to Puerto Chicama for service 
on the Trujillo Rai!way of the Peruvian 
Corporation. This 2-8-0 engine is intended 
for the heaviest freight traffic on that 
system, and its duties will include the 
haulage of 400-ton unbraked trains of 
wagons over ruling grades of | in 50 and 
100 m. (328 ft.) curves, and at speeds up 
to 35 m.p.h. under suitable conditions. 
Built to the requirements of Mr. T. 
Jefferson, Chief Mechanical Engineer. 
Peruvian Corporation Railways, and to the 
specification and inspection of Messrs. 
Livesey & Henderson, this  oil-burning 
locomotive has 47-9 tons of adhesion when 
fully loaded, in spite, of a maximum axle- 
load limited strictly to 12 tons; that is, 
the design has enabled a very even dis- 
tribution of weight right up to the top 


limit to be gained. Moreover, the adhesion 
weight is 914 per cent. of the engine 
weight. Tractive effort at 75 per cent. of 
the boiler pressure amounts to 25,200 Ib.. 
giving a factor of adhesion of 4:25 to 1. 
Full general dimensions of engine and 
tender are included in the accompanying 
general arrangement drawing and diagram. 

In accordance with Peruvian Corpora- 
tion practice generally, the base of the 
whole locomotive is a substantial bar- 
frame structure made up of two side mem- 
bers 4 in. thick, machined from slabs of 
26/30-ton mild steel, and strongly braced 
by cast-steel cross stretchers and drag 
boxes. The front buffer-beam is cast iron 
with an outer facing plate of 12-in. steel: 
ai the back end the intermediate buffer- 
beam is a j-in. steel plate. The cross sec- 
tion of the frame above the axleboxes is 
5} in. deep by 4 in. wide, and at the 
bottom substantial horn-stays are secured 
by four 1 in. driven bolts. 
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Three-point suspension has been adopted 
for the springing system. At the front 
the overhung laminated springs of the two 
leading pairs of coupled wheels are con- 
nected on each side by a compensating 
beam, and a cross-beam and _ further 
equaliser connect this system with the 
leading truck. At the back, considerations 
of space in relation to the firebox led to 
the use of equalisers above the boxes of 
the driving and trailing coupled springs, 
with a laminated spring between, and with 
twin helical and rubber auxiliaries at the 
outer ends of the equalisers; this system 
on each side is independent. Leading and 
intermediate coupled springs are each com- 
posed of 16 plates 3 in. by 34 in., with a 
short top packing plate, and 28 in. between 


hangers. The trailing spring on each side 
is of 13 plates ? in. by 4 in., and the 


helical groups are each of two six-coil 3 
in. dia. springs with compound rubber 
springs above. All wearing points through- 
out the spring system are case-hardened. 

Cast-steel centres are used for all 
coupled wheels and have cast-in balance 
weights with lead fillings. The driving 
and intermediate coupled wheels have 
thinned tyres. Cast steel also is the 
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Diagram showing principal dimensions and weights of the locomotive 
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material of the axleboxes, which have 
Stone’s bronze bearings and whitemetal 
lining for the 74 in. dia, by 8 in. long 
journals. Bronze hub liners are fitted to 
the outside face. Adjustable wedges are 
provided to the rear of each box, and these 
and the thrust faces of the boxes are case- 
hardened. 

The leading pony-truck has swing-link 
side control with twin-eye links, and trans- 
verse laminated bearing springs in two 
groups of four. A flat-face pivot is used, 
and the male portion is housed in the front 
drag casting. A maximum side movement 
of 2} in. each way is provided, and the 
effective radial arm length is 4 ft. 9 in. 
The radial arm is a steel casting, as are 
the truck frame and the axleboxes; the 
boxes have Stone’s bronze bearings with 
whitemetal lining throughout running on 
5 in, dia. by 8 in. journals. 

Each cylinder is cast complete with half 
the smokebox saddle, the two halves being 
connected by l-in. fitted bolts to each 
other and to the frame. At the point of 
cylinder attachment the frames have a 
substantial horizontal stay. Inside-admis- 
sion 9 in. dia. piston valves with four 
narrow rings per head are actuated by 
Walscherts motion giving a maximum 
travel of 4}2 in. in full forward gear, corre- 
sponding to 80 per cent. cut off. Port 
width is 14 in., and the maximum area 
open to steam and exhaust is 27 sq. in. 
The valve spindles have gunmetal bushes 
and glands, but the piston-rod packing is 
of the Britimp metallic type. By-pass and 
pressure relief valves and asbestos-mattress 
lagging are fitted to the cylinders. 

Screw reverse is fitted and requires 10 
turns from full forward to full backward 
gear. The radius rod of the motion is pro- 
jected backwards past the link to take the 
reversing arm, and this feature, along with 
the adequate lengths of the eccentric rod, 
4 ft. 11 in., and radius rod, 4 ft. 104 in., 
combine to produce a most favourable set 
of valve events, with extremely small 
differences between front and back ports 
and between forward and backward gears, 
and small slip of the die-block in the link. 
Other valve gear particulars are: 1 in. 
steam lap; + in. lead; no exhaust lap; slip 
of die in full forward gear % in. 

‘The cylinders are located horizontally 
with the centre line 2 in. above the axle 
centres in new condition, and the drive is 
transmitted through forged-steel cross- 
heads of Laird type and 8 ft. 2 in. connect- 
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ing rods to the third pair of coupled 
wheels. Adjustment is provided for both 
big-end and small-end brasses, and both 
ends of the rod are of the solid type. 
Stone’s bronze with whitemetal inserts is 
the material of the big-end brasses and also 
of the non-adjustable coupling-rod bushes, 
but the gudgeon-pin brass is without 
whitemetal. Class C steel is used for con- 
necting and coupling rods, both of which 
are of I-section, the connecting rod taper- 
ing from 4} in. to 5} in. in depth, with 
i in. by 24 in. flanges and a j-in. web. 

Quick steaming and high evaporative 
capacity are obtained from a boiler with 
a two-ring barrel of 5 ft. } in. minimum in- 
ternal diameter and a distance between 
tubeplates of 12 ft. 4 in. The round- 
topped firebox is shallow but long, and 
well suited to oil burning. It has a 
volume of 102 cu. ft. above the foundation 
ring level and a flame pan of firebrick- 
lined steel plate below that. There is one 
circular-pattern oil burner, made by Huns- 
let, to the design evolved by Mr. T. Jeffer- 
son, and located at the front of the flame 
pan, which takes the place of the ashpan. 
This burner is carried in an accessible 
mounting, so arranged that the holding 
clip can be swung back and the burner 
withdrawn for cleaning in four or five 
minutes, and without going into the hot 
firebox. The whole oil-burning layout is 
simple, efficient and suitable for anything 
from light oil to heavy “ Bunker C”’ oil, 
the latter being generally used in Peru. 

Within the barrel are 129 Aquacidox 
steel tubes 2 in. outside dia. and 8 s.w.g. 
thick, and 21 flues 54 in. outside dia. and 
8 s.w.g. thick of the same material. The 
firebox is steel with a 3 in. wrapper, 4 in. 
tubeplate, and 2 in. back plate, and a water 
space of 3 in. at the foundation ring. Fire- 
box side stays are {2 in. dia., of Long- 
strand steel, with the Flannery type of 
flexible stay in the breaking zone at the 
top, back, and front. Roof stays are of 
iron and the through longitudinal stays of 
steel. 

The superheater is of the Super- 
heater Co. Ltd. multi-valve type incor- 
porating the regulator and taking steam 
through an internal steam pipe of 5 jn. in- 
side dia. leading from an open end in the 
top of the dome. The _ superheater 
elements are of normal type 13 in. out- 
side dia. and 9 w.g. thick. 

Fittings on the boiler include the Ross 


24 in. safety valves; two Gresham & 
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Craven reversible pattern 8 mm. injectors 
delivering through top feed on the front 
ring; an Everlasting blow-off cock; a 
Klinger Reflex water-gauge glass and cock; 
a chime whistle with a horizontal lead 
from the steam turret; steam distribution 
oox to carry the cocks for the oil-burning 
apparatus; a pyrometer; and Limpet asbes- 
tos mattresses as lagging. The smokebox 
is of large capacity and contains the 5 in. 
outside dia. steam pipes, superheater 
header, and the blast pipe with its 4} in. 
dia. nozzle set 4} in. below boiler centre 
line. Above the boiler is a sandbox with 
gravity leads to front and back coupled 
wheels; and also a warning bell operated 
by a cord from the cab. 

A steam brake system is incorporated 
and a single 12 in. cylinder under the cab 
actuates blocks on all coupled wheels. 
The brake rigging system in which the 
centre pull rod throughout operates 
bottom cross-beams is used, and the total 
leverage is only 3-3 to 1, giving a retard- 
ing force of 30 tons, or 65 per cent. of the 
braked weight when full boiler pressure is 
available. Ample adjustment is provided 
by the usual right-hand and_ left-hand 
threads in the first pull rod. The brake 
cross-shaft and its bearings are simple and 
accessible in the extreme. 

A Wakefield A.C.-type five-feed sight- 
feed lubricator of six pints’ capacity, with 
separate condenser, is fitted in the cab, and 
is arranged with two feeds to the cylinder 
barrels, two feeds to the steam chests, and 
one feed to the steam brake cylinder. 

The tender itself is of normal construc- 
tion with an underframe of four 10 in. by 
34 in. channels and rectangular water and 
fuel oil tanks. The bogies have frames of 
the diamond bar type with flat centre bear- 
ings and side bearers. The bogie bolster is 
of the non-swing palttern, supported at 
each side by two elliptical laminated 
springs. Plain axlebox bearings are used 
on journals 4 in. dia. by 9 in. long. A 
smaller brake cylinder on the tender 
underframe applies blocks on all the 
tender bogie wheels, and the rigging oper- 
ates in conjunction with a hand brake. A 
braking effort of 17 tons can be applied 
from the steam cylinder and about 8 tons 
from the hand screw. At the back of the 
tender and in front of the locomotive 
Visco Alliance centre couplers are fitted: 
that on the tender pulls on a volute steel 
spring, but the one on the locomotive is 
of the pocket type, without spring. 








COAL AND FIREWOOD By G.W.R.—Since 
August the G.W.R. has conveyed 50.000 
tons of lignite (brown coal) from Heath- 
field, Devon, to places on the South and 
East Coast, Birmingham, and North Wales. 
In October, 600 tons of firewood logs from 
stations in the Taunton and Tiverton areas 
were despatched to the Birmingham, Man- 


chester, Northampton, Bury, and Rochdale 
districts. : 


L.M.S.R. BrRipGE REBUILDING CONTRACT. 
—A contract has been placed by the 
--M.S.R. with Fletcher (Contractors) 
Limited, Mansfield, Notts., for widening 
and strengthening the bridge carrying the 
London to Carlisle trunk road over the 
Trent to Weston line at Castle Donington. 
The work, which will cost £18,000, 
involves the widening of the bridge from 
35 ft. to 100 ft., allowing for dual carriage- 
ways, each of two lanes, with footpaths 
and cycle tracks. The existing bridge, 
which is a three-span brick arch structure, 
will be strengthened with reinforced 
concrete, and the new portion constructed 


with 90 tons of steel girders encased in 
concrete forming a slab deck. Abutments 
and piers will be built of mass concrete 
faced with brickwork. The existing bridge 
will be kept open to traffic until the new 
section on the south side is completed. 
The work, which will commence at an early 
date, is expected to take no more than 
39 weeks to complete. 


VACUUM CLEANERS’ FOR CARRIAGE 
Depots.—Plugs and points for connecting 
vacuum cleaners used in cleaning carriage 
stock are to be provided by the G.W.R. at 
Birkenhead, Neyland, Pontypridd, West- 
bury and Weymouth. Similar facilities are 
installed already at Reading, Swindon, 
Exeter, Plymouth, Cardiff, Swansea. Bir- 
mingham, Worcester, and 28 other depots. 


INDUSTRIAL RESEARCH AND DEVELOPMENT 
ComPany.—A private company known as 
the Amalgamated Research & Develop- 
ment Co. Ltd., with registered offices at 
32, Duke Street, London, S.W.1, has been 
formed to develop, through its own 
workers or from suggestions from outside, 


products which may involve the develop- 
ment of new processes and new designs, 
and to provide a link between industry 
and inventors through which the trans- 
lation of ideas may be accelerated to the 
state of production. Initially, this com- 
pany has been set up with the backing of 
Associated British Engineering Limited; 
Dawnay, Day & Co. Ltd.; and General 
Mining Industries Limited, South Africa. 
At present the engineering and research 
sections are at the works at Staines recently 
acquired from Lagonda Limited. 


G.W.R. NATIONAL SAVINGS GROUPS.— 
Nearly 800 National Savings groups have 
now been formed on the G.W.R. system. 
At Swindon, where there is the biggest 
concentration of employees, 55 per cent. of 
the 1947 annual target figure of £34,000 
was reached in the first six months of this 
year. At Plymouth, where the monthly 
target was £51 10s., £1,194 was saved in a 
single month. Every effort is being made 
to increase National Savings to assist 
national recovery. 
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New Block Telegraph Instrument for G.W.R. 


Development of Spagnoletti type provides easier 
manipulation and greater clarity of indications 


F OR many years the Great Western 

Railway has been disiinctive in the 
form of block telegraph instrument used 
on its system, The other lines of the group 
railways have adhered generally to the 
needle type of indicator, following the 
lines of the single-needle telegraph worked 
by drop-handle with a pegging device or, 
alternatively, a commutator handie. 

The jnstrument used on the G.W.R. 's 
the Spagnoletti disc operated by tapper 
keys, which, according to MacDermott's 
“ History of the Great Western Railway 
was used first on the Metropolitan Rail- 
way at its opening in January, 1863, and 
its first appearance on the G.W.R. appears 
to have been on the single line between 
Bristol and New Passage (for the ferry 
crossing to South Wales in use prior to 
the opening of the Severn Tunnel) in July, 
1864. In May, 1865, Spagnoletti disc 
block instruments were introduced for 
signalling up trains only between Goring 
and Pangbourne. 

C. E. Spagnoletti, the inventor of the 
instrument, who was a former employee 
of the Electric Telegraph Company, was 
appointed Telegraph Superintendent to the 
Great Western Railway in 1855 at a salary 
of £100 a year. 


Characteristics of Former Instrument 


The disc instrument consists, as its main 
feature, of a swinging flag behind the small 
rectangular aperture, and discloses — the 
words “ Line Clear” or “ Train on Line,” 
or. for the normal indication, one-half of 
each of the foregoing indications. 

The claim made by Spagnoletti for the 
advantage of the instrument, was that it 
could show only one indication at a time, 
as compared with the singie-needle type of 
instrument, which showed two indications, 
to either of which the needle could point 
as required. In the original form the tap- 
per keys were held down by a peg which 
could be pushed through a slide at either 
side to cover the depressed key so as to 
hold it down. At a later stage this arrange- 
ment was changed to a wire slide operating 
on either key as required, and this facili- 
tated operation. Although an actual peg 
is not now used, the term has survived, and 
the transmitting instrument is stil] referred 
to commonly as a “ pegging disc.” 

The Great Western Railway recently 
authorised the completion of the control of 
block section signals by the “ Line Clear 
indication of the block instrument, as ap- 
plying to the whole of the system. In 
South Wales in particular, and on some 
other of the lines amalgamated with the 
G.W.R. under the grouping of railways in 
1922, the block instruments were not of 
the standard 3-position, 3-wire type. some 
being 2-position 1-wire, and others 3-posi- 
tion I-wire, which, therefore, did not lend 
themselves to the control of signals in the 
standard manner. A considerable number 
of new instruments was required, and this 
afforded an opportunity of reviewing the 
question of the existing type of instrument. 

Since the Spagnoletti instrument was de- 
signed more than 80 years ago, various 
other demands in connection with inter- 
linking, track-circuiting, and so on, have 
necessitated increased contact equipment. 
and as this could not readily be added to 
the tapper keys, an addition to the instru- 
ment, bearing multiple contacts, has been 
employed for some years, the result being 
that an additional section has had to be 


built on to the back of the original instru- 
ment, This arrangement is illustrated on 
page 586, with a front view of the Spagno- 
letti disc block instrument as combined for 
up and down lines. Incidentally, it will be 
noticed that the instrument is fitted with 
“reminder flaps” which is rather special 
to the G.W.R. That over the “ Line 
Clear’ key, when operated, protects the 
key from being depressed, and applies to 
the clearing point being fouled, etc. That 
over the “Train on Line” key, when 
operated, retains the key in the depressed 
condition, and applies to trains stopped at 
signals, etc. 

New instruments which depart from 
tradition have been introduced recently 
for trial purposes between Scours Lane, 
Tilehurst, and Pangbourne on the up and 
down main lines, and we reproduce illus- 
trations of the front and back of the in- 
strument, the back view showing the 
instrument with the cover removed. 


The New Design 

The instrument shown combines up and 
down line indications. The upper indi- 
cator refers to indications received, and the 
lower indicator to indications sent, in 
accordance with the usual practice. The 
lower indicator is operated by turning a 
handle. The indicaiions are given by 
means of a black pointer (on a white 
background) which may point to “Line 
Clear” (on the left), “* Normal (vertical 
position), or “Train on Line” (on the 
right). 

The front of the handle is marked with 
an arrow, and the arrow may be turned so 
as to point to any of the three indications, 
namely, “Line Clear,’ ‘‘ Normal,” or 
“Train on Line.” The handle is held in 
each position by a spring catch. Beneath 
the handle is a small press-button. To 
enable the handle to be turned to “ Line 
Clear,” the button must be pressed momen- 
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tarily. The handle may be turned from 
“Line Clear” to “Train on Line” or 
“Normal” without pressing the button. 

“Reminder flaps” are provided, one on 
each side of the handle. The left-hand 
flap, when turned, discloses the words 
“Clearing point fouled” and locks the 
handle in whatever position it may be. 
The right-hand flap can be turned only 
when the handle is in the “ Train on Line ” 
position; it discloses the words “ Train at 
signal,” and locks the handle in the 
“ Train on Line” position. 

The back view of the old instrument does 
not, of course, show the whole of the con- 
struction, as the operating coil movements 
are inside the instrument. The back view 
of the new instrument shows the complete 
internal construction, coil movements, and 
commutator contacts, from which it is 
apparent that from an engineering point of 
view considerable simplification has been 
achieved. This should be reflected in 
increased reliability and ease in upkeep. 

The use of a pointer operated by a 
handle is. not novel on the G.W.R., as this 
arrangement was introduced some years 
ago in the single line lock and block 
instruments working through the Malvern 
and Ledbury Tunnels. Handles have been 
used also for many years for operating the 
lock and block system through the Severn 
Tunnel; and were incorporated again in the 
power signalling interlocking frames at 
Paddington, Bristol, and Cardiff. 

The design of the new block instrument 
is functional in conception. The case 
work is on very simple lines; the instru- 
ment is easy to manipulate; and, most 
important of all, it is thought that the 
indicators, which are the vital part of the 
block signalling system, should display 
the indications more prominently than the 
flag indicator on the G.W.R. standard disc 
block. The coil movement is retained. 

The trial is being conducted under the 
direction of the Superintendent of the Line, 
and the new block instrument, which was 
introduced in actual service conditions on 
October 19, was designed and constructed 
by the staff of the Signal & Telegraph 
Engineer at Reading. 


Permanent Way Inspection at Taylor Bros. (Sandiacre) Ltd: 





Recent inspection of switches and crossings in FB, rail at Taylor Bros, (Sandiacre) 
Ltd, The party also inspected the original 113-lb. switches and crossings at Kegworth 


Left to right: Messrs. W. K. Wallace, Chief Civil Engineer, L.M.S.R.; C. J. Chaplin, 


District Engineer, Bradford, L.M.S.R.; H 
ke 


. B. Everard, Engineer (Permanent Way) 
M.S.R.; L. Taylor, Director, Taylor Bros. (Sandiacre) Ltd; N. W. Swinnerton, 


, 


Chairman, Track Design Committee; G. B. Barton, Acting Chief Engineer, L.N.E.R.; 
V. A. M. Robertson, Chief Civil Engineer, Southern Railway ; J. Ratter, Civil Engineer, 


Maintenance, L.P.T.B.; A. S. Quartermaine, Chief Engineer, G.W.R. 
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Old and New G.W.R. Block Telegraph Instruments 


(See article on page 585) 


Standard type Spagnoletti block instrument, Rear view of instrument, showing built-on 
adapted by the G.W.R. for two-line extension to accommodate multiple contacts 
indications and fitted with reminder flaps necessitated by modern deveiopments 


Front view of new instrument, with handle Complete electrical equipment of the new 
replacing tapper keys and pointers instead of instrument, showing the simplification 
the flag indicators of the former standard achieved compared with the top picture, in 

type of instrument which the coils are inside the main casing 
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Two New London Transport Stations 


(See news article on page 596) 


MY 


i 
~— | 


The new Wood Lane Station, Central Line, in course of construction. It is being resited some 350 yd. north 
of the existing station and is just opposite the White City Stadium. A sketch plan was included in our 
issue of December 6, 1946. The station will be opened on November 23 


Interior of concourse at platform level of Gants Hill Station, on the Eastern Extension of the Central Line, 

which is to be opened on December 12. This station is reminiscent of the Moscow underground, with its 50-yd. 

long underground hall flanked with massive pillars. The trains will run on each side. It will be the only 
tube station of its type in London 
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Stainless-Steel Prototype Composite Coach 


Built by the Budd Company, U.S.A., for the 
Pressed Steel Co. Ltd., of Cowley, Oxford 
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—382 CLASS COMPARTMENT 30 SEATS’& 


General view of third class section of coach 
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AS was recorded in our October 17 issue, 

a British adaptation of an American 
built railway coach recently was shipped 
to this country from the U.S.A. The 








ing are of ceramic tile. Water is stored 
in a stainless-steel tank situated above the 
vestibule. 

The third class section, which resembles 
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coach was built in Philadelphia by the 
Budd Company for the Pressed Steel Co. 
Ltd., of Cowley, Oxford, and it has been 
inspected in this country by a number of 
British railway executives and by the Con- 
sulting Engineers to overseas railway 
administrations. The coach, which is 
of stainless-stee! construction, was built 
to British specifications and combines 
traditional British compartment arrange- 
ments with coach seating typical of Budd- 
built coaches for the American railways. 

Provision is made for 18 first-class pas- 
sengers in three compartments, which are 
entered through sliding doors from a 
heated corridor at the side of the coach. 
Another corridor, across the width of the 
coach and with side doors at both ends, 
separates the compartments from the third- 
class section, which has seats for 30 pas- 
sengers. The coach is intended to serve 
as a prototype from which the Pressed 
Steel Co. Ltd., using Budd manufacturing 
methods, will build other vehicles. 

The compartments are carpeted and 
have foam-rubber seats, upholstered in 
mohair, with fixed arm and head rests. 
Both incandescent and fluorescent lighting 
are used. The baggage racks above the 
seats have individual reading lamps under- 
neath. 

Heating units are placed under 
both rows of seats in each compartment. 
The windows and doors are draped with 
bright fabric, and the wall ornaments are 
of relief design in cast metal. 

A lavatory for the first class passengers 
is at the vestibule end of the coach. It is 
fitted with wash basin, toilet, mirror, dis- 
pensers for paper and linen towels, comb 
and brush trays, ash receivers, soap dis- 
penser, and coat and hat racks. The walls 
behind the toilet and wash basin are stain- 
less steel. The floors and sanitary mould- 


that of an American car, accommodates 30 
passengers in rotating, reclining seats 
which have adjustable foot rests and built- 
in ash trays. The central lighting system 
is fluorescent, with four groups of three 
tubes each located in a trough in the 
centre of the ceiling. The baggage racks 
have a Vinyl plastic backing. The spot- 
light-type reading lights under the racks 
are individually controlled. The end walls 
are decorated with wood veneers and metal 
carvings, in relief, Bright colours are used 
on the walls, and the floor linoleum is a 
colourful tile. The lavatory at the vesti- 
bule end of this section is similar to that 
for the first class compartments. 

The structural members of the coach 
framing, including the roof and side struc- 
ture and exterior panels, are stainless steel. 
The latter are welded to the roof and side 
structure, 

Ventilation 

The coach is insulated against heat 
and sound. Ventilation is by means of 
ducts in the roof, Fresh air can also be 
forced into the coach during hot weather 
through the heating ducts, but air con- 
ditioning is not provided. A sliding sec- 
tion at the top of each window provides 
additional ventilation. The windows have 
two layers of glass with an air space 
between. The outer layer is glare- 
resistant Solex glass; the inner, laminated 
safety glass. 

The bogies and brakes are of the stan- 
dard British type. The coach, however, is 
said to be the first to have a single central 
cylinder to operate the brakes of both 
bogies. The coach, which conforms with 
English standards, is 63 ft. 6 in. long 
and weighs approximately 29 tons 5 cwt. 
inclusive of auxiliary equipment and 
batteries. 

Stainless steel of the “18-8” specifica- 
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tion is used for the structure of the coach; 
among the advantages claimed for its use 
are high structural strength, resistance to 
corrosion, economy in maintenance, and 
lightness in weight. In the stainless-steel 
prototype coach for 48 passengers the tare 
weight is 1,330 lb. per passenger, as com- 
pared with a more usual figure for a stan- 
dard coach of steel construction of approxi- 
mately 1,560 lb. The saving in weight in 
the former coach is effected in the coach 
structure, and the bogies, brake gear and 
draft gear are standard. 

During the manufacture of the coach at 
the Budd works it was passed through a 
testing laboratory equipped with facilities 
for subjecting the coach to stresses, one of 
which is known as the “squeeze” test. End 
pressures up to 2,000,000 Ib. can be exerted 
during this test, and pressures of as much 
as 1,865,000 lb. have been withstood 
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successfully by Budd manufactured cars. 
From the constructional standpoint, an 
advantage of the use of stainless steel is its 
welding characteristics which enable the 
main parts to be jig assembled and sub- 
assemblies to be integral in the main struc- 
ture. Individual members and parts, in the 
main, are pressings and drawn sections that 
are designed for multiple production on 
standard equipment. 

Mr. Michael A. H. Bellhouse, Assistant 
Managing Director, Pressed Steel Co. Ltd., 
stated during the visits of inspection that 
the weight of 29 tons 5 cwt. ready to run 
of the prototype coach compared with 
rather more than 34 tons in the case of a 
coach with standard construction carrying 
the same equipment. With the experience 
gained in designing and building the proto- 
type, it should be possible to reduce the 
weight of future coaches of similar design 


Arrangement of first class compartment 
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to approximately 27 tons without sacrific- 
ing strength. A_seven-coach train of 
stainless-steel coaches would weigh the 
same as a six-coach train of standard 
coaches. 

He added that the prototype coach was 
the first to be shown in this country which 
conformed to the latest loading gauge, 
and which allowed it free running with no 
restrictions over the main lines of the four 
British railway companies. It was expected 
to make these coaches at new works at 
Linwood, near Glasgow. 


“A 


Stainless steel is used for lavatory 
walls 


General view of the exterior of the prototype stainless-steel coach which weighs 29 tons 5 cut. 
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RAILWAY 


PERSONAL 


Mr. J. H. Brebner, O.B.E., F.R.S.A., 
Chief Public Relations & Publicity Officer, 
L.P.T.B., who, as recorded on page 594, 
has been appointed Chief Public Relations 
& Publicity Officer to the British Transport 
Commission, will, in that capacity, be re- 
sponsible also for the co-ordination of the 
public relations and the advertising policy 
of the various Executives under the Com- 
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Mr. J. H. Brebner 
Appointed Chief Public Relations & Publicity 
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NEWS 


Minister of State, Middle East, and during 
his stay at Cairo arranged Press con- 
ferences for Mr. Churchill and other 
Ministers, newspapers for the Forces and 
a home news service for desert troops. 
He was also appointed by the Minister of 
State as the head of an Anglo-American 
Mission to General Eisenhower. In 1944 
he was placed in charge of Press relations 
in connection with the King’s visit to his 
troops in Italy. In the same year he was 


(Lafayette 


SECTION 


Mr. George Morton, M.Inst.T., Chief 
Accountant. and a member of the Execu- 
tive Committee, of the L.M.S.R., who, as 
recorded in our October 17 issue, has been 
appointed Chief Financial Officer of 
the Railway Executive, was educated at 
the Lower School of John Lyon. Harrow, 
and entered the service of the former 
L.N.W.R. in the Audit Department in 
1901. In 1921 he became Chief Clerk of 
that department, and on amalgamation in 


Mr. George Morton 


Appointed Chief Financial Officer of the 
Railway Executive 


Officer to the British Transport Commission 


mission. Mr. Brebner was associated in 
1929 with Sir Kingsley Wood, then Post- 
master-General, in popularising the Post 
Office services; for his work he was 
awarded the M.B.E. In 1937 Mr. Brebner 
was appointed a member of the official 
committee for the creation of the Ministry 
of Information, and designated Director, 
News Division, a position he held under 
seven Ministers. The organisation he 
created for the distribution and handling 
of news throughout the world earned the 
praise of the British. Empire, American 
and foreign Press; for ‘those services he 
was made an O.B.E. In addition, he was 
appointed an Associate Member of the 
Foreign Press Association, and = an 
Honorary Member of the Association of 
American Correspondents, an honour 
shared with General Eisenhower and the 
American Ambassador. From 1943 until 
the end of the war Mr. Brebner, in addition 
to his duties as Director, News Division, 
Ministry of Information, was engaged on 
special missions, many overseas. In early 
1943 he was appointed Adviser to the 


appointed Executive Chairman of the 
Anglo-American Committee which organ- 
ised successfully the distribution of millions 
of words of news, describing the landings 
in France on D-Day; he had under his 
control the entire communications re- 
sources of this country, including the cable 
companies to all parts of the world. In 
1944 Mr. Brebner was appointed the first 
United Kingdom Press Officer in charge of 
Press relations of the Imperial Prime 
Ministers’ Conference; also in that year 
General Allen, Chief of S.H.A.E.F., asked 
the Minister of Information for the loan 
of his services to re-organise the Press com- 
munications and facilities in Paris, Brussels, 
Copenhagen and ‘throughout Europe. Later 
Mr. Brebner was invited by the Czecho- 
slovak Government to visit Prague. For 
his work on behalf of the Allied Press, the 
American Government awarded him the 
Medal of Freedom with Bronze Palms. 
He has also received the Freedom of the 
City of London. He joined the L.P.T.B., 
as Chief Public Relations & Publicity 
Officer, in January, 1946. 


1923 he was the Senior Divisional Audit 
Accountant of the L.M.S.R. On the 
merger of the Accountant’s and Audit 
Departments of the L.M.S.R. in 1925, Mr. 
Morton was appointed Audit Assistant to 
the Chief Accountant, and on January 1. 
1930, he was made Assistant Chief 
Accountant, from which position he was 
promoted to be Chief Accountant in 1937. 
He has been responsible for several re- 
Organisation schemes within the L.M.S.R. 
Accountant’s Department, the largest of 
which was the merging of the various 
English divisional audit offices of the com- 
pany in 1926. He has visited America to 
study railway accounting methods in that 
country, and has been the means of dis- 
playing British railway accounting prac- 
tices to representatives of other countries. 
Mr. Morton acted for several years as an 
investigator of railway companies’ com- 
pensation claims against the Government 
in respect of the control of the railways 
during the 1914-18 war. He has taken 
part in Clearing House conferences over 
a long period, and has been Chairman of 
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the Railway Statistics Committee for 
several years. He was closely concerned 
in the setting up of the financial structure 
connected with the London Passenger 
Pooling Scheme and other similar arrange- 
ments. He is a Director of several 
L.M.S.R.-associated bus companies, and 
has been a member of the R.E.C. Accoun- 
tants Committee since its formation; 
during the recent war he played a promi- 
nent part, under the egis of the Ministry 
of Transport, in the financial negotiations 
relating to the hire and repair of the large 
fleet of requisitioned privately-owned 
wagons. Mr. Morton is a past Member 
of Council of the Institute of Transport, 
and has been re-elected to the council for 
a further period as from October 1 last. 





Mr. G. B. Barton, M.LC.E., Assistant 
Chief Engineer, L.N.E.R.. who, conse- 
quent on the appointment of Mr. J. C. L. 
Train to the Railway Executive, has been 
appointed Acting Chief Engineer, began 
his engineering training on the old Hull & 
Barnsley Railway and was engaged on 
maintenance work and on the construction 
of railways in South Yorkshire. Later he 
was employed on the construction of the 
King George Dock at Hull, a work car- 
ried out jointly by the North Eastern and 
Hull & Barnsley Railways. He was then 
appointed Resident Engineer on joint lines 
constructed by the Great Central and 
Hull & Barnsley Railways in the Don- 
caster area. In 1917 he was in charge of 
one of the civilian railway companies sent 
to France for maintenance work, and on 
his return received a commission in the 
Royal Engineers and was sent to Palestine, 
where he served with the Palestine Mili- 
tary Railways and eventually became 
Assistant Maintenance Engineer. He re- 
tired from the Army in 1919 with the rank 
of Captain, and returned for a time to the 
Hull & Barnsley Railway, which shortly 
afterwards was amalgamated with the 
North Eastern Railway. In 1924 he was 
appointed District Engineer, Boston, 
L.N.E.R., and in January, 1937, he was 
transferred to London as Assistant to En- 
gineer (Maintenance), Southern Area. In 
1943 Mr. Barton was appointed Engineer, 
London, and since May 21 this year has 
been Assistant Chief Engineer. 





Mr. William John Elliott, who, as re- 
corded in our November 7 issue, has re- 
tired from the position of General Man- 
ager of Hay’s Wharf Cartage Co. Ltd., 
but continues to serve on the board, 
was born at Bourton, Dorset, and after 
an apprenticeship with S. Hindley & 
Son, road motor engineers, joined Pick- 
fords Limited at the age of 22 in 1905, 
when sixteen-span teams of horses were 
being used for heavy haulage. His change 
was made at the same time as a small num- 
ber of Hindley steam lorries was delivered, 
representing the beginning of the mechan- 
isation of the company’s fleet. In 1912, as 
chief fitter, Mr. Elliott himself drove the 
first petrol-driven vehicle into the com- 
pany’s depot at City Basin, actually a Till- 
ing Stevens petrol-electric. Ha has had 
experience in every phase of the cartage 
business, mechanical, operational, and 
managerial. In 1933, when the four main- 
line railways acquired control of Hay’s 
Wharf Cartage Co. Ltd. (which had 
by then acquired control of Pickfords) 
he became General Manager, and he was 
appointed a Director in 1941. Hay’s 
Wharf Cartage Co. Ltd. controls 21 
companies including, besides Pickfords 
Limited, Carter Paterson & Co. Ltd., 


~and a number of smaller companies. The 


group operates 3,376 motor vehicles. and 
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has a staff of 12,000, and in its Household 
Removals Department alone has 146 
branches and 240 depositories. Last year 
the group handled 34,000,000 “ parcels,” 
ranging from small consignments to loads 
of 150 tons. Mr. Elliott is remaining a 
Director, in addition to the parent com- 
pany, of Pickfords Limited, Carter Pater- 
son & Co. Ltd., and other subsidiaries. 





Mr. Harold Elliott, Assistant General 
Manager of Hay’s Wharf Cartage Co. 
Ltd., who, as recorded in our November 
7 issue, has been appointed General 
Manager of that company and of its sub- 
sidiary companies, in succession to his 
father, Mr. W. J. Elliott, is 41 years of 
age. He was educated at Brighton 
College and then went to Switzerland in 
1924 as an apprentice to the Société 
Anonyme A. Saurer (the Swiss commercial! 
motor vehicle manufacturers), with which 
he spent eighteen months in the main 
factory at Arbon, and a further six months 
at Morges. He joined Pickfords Limited 
(now a subsidiary of Hay’s Wharf Cart- 
age Co. Ltd.) in January, 1926, and, after 
some six months under the then General 
Manager, was posted to the Travel De- 
partment, in which he remained until 1929. 
He then was transferred to the transport 
side of the business and subsequently took 
charge of the newly-formed Multiple 
Shops Department. After the acquisition 
of the group by the main-line railways in 
1933, a comprehensive scheme was evolved 
for reorganising parcels carrying, based on 
a new parcels depot at Willow Walk. 
Bermondsey. Mr. Elliott was appointed 
to take charge of this section, which he 
did with considerable success. In 1938 he 
was appointed Commercial Assistant to the 
General Manager, and, as a member of 
the Liaison Committee, took part in the 
“square deal” negotiations with the rail- 
way companies; arising therefrom, he be- 
came an original member of the Road & 
Rail Central Conference. He has thus 
had extensive experience in all branches 
of the business; and also has travelled 
widely. In June, 1940, he became Con- 
troller of Road Transport for the Ministry 
of Supply. and from December, 1942, to 
the end of 1944 was Director of Trans- 
port, Middle East Supply Centre, Cairo. 
He is one of the few Europeans who have 
crossed the Desert of Saudi Arabia from 
the Red Sea to the Persian Gulf, and has 
been entertained by King Ibn Saud. On 
his return to civil life he was appointed 
Assistant General Manager of Hay’s Wharf 
Cartage Co. Ltd. in June. 1945. He has 
also become National Representative of 
the Bulk Liquids Functional Group of the 
Road Haulage Association, and now is 
Vice-Chairman of the board of the new 
Meat Transport Organisation Limited. 
The Minister of Transport has appointed 
him a national member of the Road Haul- 
age Central Wages Board, and he is also 
a member of the Road Panel of the J.LC. 
for the Road Transport Industry. His 
other activities in the transport world in- 
clude membership of the Committees of 
the Central London Sub-Area and Metro- 
politan Area, Road Haulage Association, 
and membership of the Metropolitan Area 
Committee of the Standing Joint Com- 
mittee on Road Transport Education. He 
is also on the Council of the Institute of 
Transport, 1947-48, and is a Director of 
Crouchers Limited, Shepherd Bros. Ltd., 
Express Transport (Wellingborough) 
Limited, and other allied companies. He 
is a Liveryman of the Carmen’s Company 
and a Freeman of the City of London. To 
Mr. Elliott will fall the important task of 
ensuring the smooth transfer of Hay’s 
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Wharf Cartage Co. Ltd. (which is owned 
by the four main-line railways) to the 
British Transport Commission. 





Mr. W. G. W. Reid, M.I.Loco.E., who 
has been appointed General Manager, 
Madras & Southern Mahratta Railway, 
entered the Great Eastern Railway loco- 
motive works as an apprentice, and served 
in tthe shops from 1913-16. He then 
joined the R.N.A.S., and was engaged on 
the construction, maintenance and test 
flying of airships. Mr. Reid was de- 
mobilised in 1919, and rejoined the G.E.R. 
in the drawing office. He was appointed 
Assistant Locomotive Superintendent, 
Madras & Southern Mahratta Railway, in 
1922, and was’ promoted Assistant 
Mechanical Engineer, Senior Scale, in 1931. 
He held charge of both metre and broad 
gauge locomotive and carriage shops for 
six years. Mr. Reid was placed on special 
duty in connection with the inauguration of 
a cost accounting system for the mechani- 
cal workshops in 1934; and again in 1939, 
in connection with the improvements of 
standards of maintenance in the locomotive 
running sheds. He occupied successively 
the positions of Deputy Chief Mechanical 
Engineer (1940-43) and Chief Mechanical 
Engineer (1944), and later was appointed 
a member of the Depreciation Fund Com- 
mittee set up by the Railway Board to in- 
quire into the lives of assets on Indian 
Government Railways. Mr. Reid was 
afterwards placed on special duty with the 
Railway Board, and was made Director, 
Mechanical Engineering; he was confirmed 
in that post in 1945, and held it until 
appointed to officiate as General Manager, 
M.S.M.R., last February, in which position 
he has since been confirmed. 





Mr. James William Punter, M.I.Mech.E., 
M.LE.E., M.I.R.S.E., M.Inst.T., whose 
death, at the. age of 81, we recorded 
briefly last week, had been for many years 
a well known personality in the railway 
signalling profession, with which he had 
been actively associated for more than 60 
years. After serving an apprenticeship at 
the Kilburn Works of Saxby & Farmer, he 
was occupied on many noteworthy in- 
stallations for that company in Belgium, 
Russia and other Continental countries. 
He later joined the Engineering Depart- 
ment, Madras Railway, and after several 
years returned to England to take up a 
post with the L.N.W.R. While in India 
he had served with the Madras Volunteers; 
and he was commissioned in‘the R.E. 


(Territorial Army), and for many years 
held the rank of Captain. Later Mr. 
Punter went to superintend the Signal 


Department, Egyptian State Railways; for 
his services he received the Order of 
Osmanieh and the title of Bey. He re- 
turned to England in 1909 to take up 
a managerial post with Tyer & Co. Ltd., 
and shortly afterwards was elected to the 
board: he remained a Director until the 
end of last year. He was one of the 
earliest members of the Institution of 
Railway Signal Engineers, and was elected 
its President for 1931. During his long 
professional career he was the patentee of 
a large number of inventions, the majority 
of which related to railway signalling 
apparatus. Mr. Punter was a prominent 
Freemason of the Grand Lodge of Egypt. 
He took an active interest in politics, and 
was Chairman of the Southend Division 
Conservative Association for many years. 
He was a Companion of the Ottoman 
Order. 





Mr. F. A. Bottomley, who, as recorded 
in our August 8 issue, has been appointed 
General Manager of the Entre Rios Rail- 
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ways and the Argentine North Eastern 
Railway, has been a member of the local 
boards of those railways. and their Legal 
Representative, since 1929; and since 1946 
he has held the additional appointment of 
Deputy General Manager. He entered 
the London office of the Entre Rios Rail- 
ways in 1904. In 1907 he was transferred 
to the General Manager's Office at Parana 
(Entre Rios), and subsequently served in 
various capacities in the Traffic and 
Accountant’s Departments. In 1910 he 
was appointed Chief of the Tariffs Office. 
In 1912 Mr. Bottomley was transferred to 
Buenos Aires as Secretary of the local 
board of the Entre Rios Railways, which 
position he continued to hold until his 
appointment as Local Director and Legal 
Representative in 1929. In 1920 he had 
assumed charge also of the Local Secre- 
taryship of the Argentine North Eastern 
Railway as a result of the establishment of 
a joint administration of that company 
and the Entre Rios Railways. 


The Minister of Transport has appointed 
Mr, P. Faulkner to be an Under-Secretary 
in the Ministry. 
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British Transport Commission 

The British Transport Commission 
announces the following appointments :— 

Mr. J. H. Brebner (at present Chief 
Public Relations & Publicity Officer, 
L.P.T.B.), to be Chief Public Relations & 
Publicity Officer, in which capacity he will 
also be responsible for the co-ordination 
of the public relations and the advertising 
policy of the various Executives. 

Mr. A. E. Sewell (at present Joint 
Chairman, Road-Rail Central Conference), 
to be Charges Adviser to the Commission, 

Mr. S. B. Taylor (at present Joint 
Assistant Secretary, G.W.R.), to be 
Deputy Secretary. 

Mr. F. Gilbert (at present Deputy Chief 
Officer for Labour & _ Establishment, 
Southern Railway), to be Assistant Secre- 
tary, Staff & Establishment Section. 

Mr. M. R. Bonavia (at present Assistant 
to the Chief General Manager, L.N.E.R.), 
to be Assistant Secretary, Development & 
Works Section. 

The Commission gratefully 
ledges the co-operation of the main-line 
companies and the L.P.T.B. in releasing 
these officers from their present duties. 


acknow- 


R.C.H. Goods Managers’ Conference 
Centenary Dinner 


Members of the Railway Clearing House 
Goods Managers’ Conference, together 
with Mr. David Blee. Mr. C. K. Bird and 
Mr. A. E. Sewell, were entertained to 
dinner at the Charing Cross Hotel on 
November 13 by Mr. A. E. Hammett, Com- 
mercial Superintendent, Southern Railway. 
the present Chairman of the conference. 


The occasion was in celebration of the 
centenary of the conference, which held 
its first meeting on January 19, 1847. 


Mr. Hammett, jn proposing the toast of 
the conference. spoke of the great work on 
behalf of the railways which it had car- 
ried out, and. alluding to the records of 
its early meetings, called attention to the 
skill with which the predecessors of those 
present had laid the foundations of the 
economics and conditions appertaining to 
the carriage of merchandise by rail. Those 
transport pioneers had also been quick to 
see the advantages of collaboration, and 
their wisdom in bringing problems of a 
highly competitive era for discussion and 
solution at Clearing House meetings had 
brought into being this conference, which 
had withstood for long the changes 
wrought by the industrial development of 
the country. Small at first, with the par 
ticipation of only nine companies, it had 
grown in strength to a body representative 
of 160 independent interests in the middle 
of the nineteenth century. The impending 


so 


changes in railway control would inevit 
ably alter the form of the Goods 
Managers’ Conference. but its membe: 


under whatever name or organisation they 
functioned, would continue. from. thei: 
accumulated knowledge and experience. to 
make their utmost contribution to the suc 
cess of railway transport. 

Mr. Paul Gibb, Goods Manager, North 
Eastern Area. L.N.E.R.. seconded the 
toast, and, speaking with 28 years’ expem 
ence of attendance at meetings of the 
conference, compared the character of the 
deliberations at the present time with 
those immediately after the first world war, 
when fifty or more officers, representing 
over thirty different railways. had taken 
part. He likened the conference of those 
days to an orchestra under its conductor. 
the Chairman, who strove, and successfully 


strove, to produce harmony from a medley 
of discords. The structure of the present 
body had undeniably varied, but its char- 
acter and calibre were the same, and he re- 
called that it was still the responsibility of 
the members to determine how a large part 
of the revenue of the railways should be 
obtained. He averred in all faith that 
this had been a wonderful conference for 
the British railways. 

Mr. C. K. Bird, Acting Divisional General 
Manager. Southern Area, L.N.E.R.. pro 
posing the toast of the future of the British 
railways, disclaimed the possession of the 
attributes of a prophet, and pointed to the 
obscurity of the future. arising from the 
imponderables of the economic position of 
the country and the coming nationalisation 
of transport. He felt, however, that. in the 
face of changes which would occur. there 
would be a demand for a level of effici 
ency from the railways greater even than 
they had achieved in the past. and he ex- 
pressed his confidence that those requisites 
would be fully met. It would be the proud 
duty of railwaymen in the future to ex 
pedite the flow of the life blood of the 
country and so help to secure the welfare 
of the nation. a task which he considered 


not unworthy of their highest skill and 
best endeavours, and one which he was 
convinced they would fulfil in complete 
measure. 

Mr. W. P. Bradbury, Chief Commercial 


Manager, L.M.S.R.. seconded the toast, and 
hoped that ways would be found of pro- 
viding the railways with a sufficiency of 
labour and materia! to enable them to 
take their full share in the country’s re- 
covery from the aftermath of war and 
economic stress. Standing though they 
were on the threshold of a new era. he yet 
felt satisfied that, given the means, they 
could play no inconsiderable part in the 
industrial and social future of the country. 

Mr. David Blee. lately Chief Goods 
Manager, G.W.R., and now a member of 
the new Railway Executive. saw in the 
annals of the Goods Managers’ Conference 
a history of change, as was in fact all his- 
tory. Previous speakers had traced the 
transition of the conference from its be- 
ginnings to its present form, and, while it 
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L.P.T.B. APPOINTMENT 

Consequent on the appointment of Mr, 
J. H. Brebner, O.B.E., as Chief Public Re- 
lations & Publicity Officer, British Trans- 
port Commission, Mr. George Dodson- 
Wells, M.B.E., has been appointed Acting 
Chief Public Relations & Publicity Officer. 
L.P.T.B., from November 17; he will be 
responsible for the Publie Relations, Press 
and Publicity Divisions. mr SS. © 
Wheeler, Commercial Advertising Officer, 
London Transport, will be directly respon- 


sible to the Acting Chairman of the 
Board. 

We regret to record the death on 
November 16. in his 84th year, of Mr. 
Henry A. Sire, C.B.E.. who was Chief 


Commercial Manager, Southern Railway, 
from 1923 until his retirement in 1930. 


Mr. R. A. Riddles has accepted the in 
vitation of the council to become President 
of the Junior Institution of Engineers for 
the session 1947-48. Mr. Riddles, a Vice- 
President of the L.M.S.R. since 1946. was 
recently appointed a member of the Rai! 
way Executive. 


was now passing through an epoch-making 
period, he was sure that the British rail 
ways would retain in some form the ad- 
vantages of the services of such a body. 
He trusted that the spirit which had ani- 
mated the conference for 100 years wou'd 
remain to inspire it in the years to come: 
and if its members, men of wide practical 
experience. continued to function for the 
common good, he would have no appre 
hension for the future. 

Mr. T. J. Lynch, replying as Secretary 
to a toast to the Railway Clearing House, 
referred to that office the birthplace 
and cradle of the Goods Managers’ Con 
ference, and gave some interesting notes 
on the history and development of the 
Clearing House from its commencement 
with a staff of four in 1842 to more than 
3.000 immediately before the 1914-18 war 
It was. he suggested, entitled to a feeling 
of pride in its record of service to the rail 
ways, and not least to the Goods Managers. 
and he illustrated the scone of its work 
by comparing the 80-100 meetings per 
annum in the early years of this century 
with the total of 2.859 for which the 
R.C.H. had undertaken the secretarial work 
in 1946. 

Other speakers were Mr. J. A. Kay. 
Editor of The Railway Gazette; Mr. D. R 
Lamb. Editor, Modern Transport; Mr. G. 
Leedam, Secretary & Manager. Cheshire 
Lines Committee. who proposed the health 
of the Chairman: Mr. J. R. Pike, Assistant 
Chief Commercial Manager, L.M.S.R.: 
Mr. David Stewart. Traffic Manager, Coras 
Iompair Eireann; and Mr. H. S. Knott. 
Traffic Manager. Great Northern (Ireland) 
and Belfast & County Down Railways. 

The following is a complete list of those 
present :— 

Messrs. A. E. Hammett, Southern Railway : 
David Blee, Railway Executive ; A. E. Sewell, 
Chairman, Rail Panel, Road-Rail Central Con- 
ference (and recently appointed Charges Adviser 
to the British Transport Commission); J. A 


as 


Kay, The Railway Gazette; D. Lamb, 
Modern Transport; G. Leedam, C.L.C.; D 
Stewart, C.I.E.; H. S. Knott, G.N. (I) and 


B. & C.D.; C. Furber, G.W.R.; E. W. Arkle, 
C. K. Bird, P. Gibb and A. A. Harrison. 
L.N.E.R.; W. P. Bradbury, J. R. Pike and F 
Grundy, L.M.S.R.; W. H. F. Mepsted, South 
ern Railway: T. J. Lynch and H. S. Hunt, 
R.C.H. Mr. W. Yeaman, L.M.S.R., was ul- 
fortunately prevented from attending. 


(See illustration on page 592) 
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THE RAILWAY GAZETTE 


Modern Methods of Handling Goods Traffic at 


Railway 


Mr. T. W.. Royle, 
L.M.S.R., and a Vice-President of the 
Railway Students’ Association (London 
School of Economics & Political Science), 
read a paper to the association on 
‘Modern Methods of Handling Goods 
['raffic at Railway Stations * on November 
12. The paper, which dealt with modern 
L.M.S.R. practice as exemplified at the 
Birmingham Lawley Street and Derby St. 
Mary’s depots, was illustrated by films and 
lantern slides. 

Mr. Royle recalled that a survey of 
goods shed working made after the group- 
ing showed that the larger the shed, the 
more expensive was. the handling of goods. 
A staff of experts was appointed in 1935, 
therefore, to inquire into the best methods 
and type of layout for dealing with mis- 
cellaneous traffic. The inquiry showed 
that there was scope for elimination of 
waste time and effort both by the improve- 
ment and organisation of the work, and 
the introduction of mechanical aids. 
Another factor that emerged was that the 
uneconomical provision of staff sufficient 
to meet the heavy evening peak of for- 
warded traffic could be reduced very sub- 
stantially, or entirely eliminated, if arrange- 
ments were made to use the services of 
the town carter to assist the shed staff in 
the discharge of the town collection vehicle 
direct to wagon. 

Mr. Royle dealt first with the working 
at Lawley Street (described and illustrated 
in our January 4, 1946, issue). Incoming 
wagons are unloaded on to two conveyors, 
from which the items are sorted either on 
to internal station drays in the case of 
tranship traffic, or on to flats for town 
deliveries. The flats are moved to the 
delivery vehicle loading points by two 
traversers, running on_ parallel tracks. 
Either traverser can deposit its load on the 
deck. or on storage piers between the two 
tracks. from which the flat can be picked 
up by the other traverser and placed on the 
alternative deck according to the destina 
tions of the goods. 

Each deck is equipped with a runway 
having a creeper chain conveyor, by means 
of which the flats are moved past the 
waiting drays under the control of the 
dray loaders. Unloaded flats are removed 
by the traversers, which thus perform use 
ful work both on their outward and re 
turn trips to and from the wagon unload- 
ing points. 

The internal station drays on to whic! 
tranship traffic is loaded are ry 
tyred vehicles, which are hauled by an 
electric tractor to the reservoir at the end 
of the forwarded wagon roads. From this 
point the drays are drawn alongside the 
outwards wagons by horses, equipped with 
light tubular shafts having an automatic 
coupling arrangement. 

There are eight outwards wagon roads. 
on which 203 rail vehicles can be set. 
Paved cart roads run alongside the tracks, 
and the carter or motorman who collects 
goods from the Birmingham traders takes 
his vehicle directly alongside the appropri 
ate rail wagon for the loading of the 
traffic. 

The layout at Derby St. Mary's differs 
from Lawley Street in that inwards rail 
wagons are dealt with on the two outer 
sides of the shed, while the 10 sidings used 
for outwards traffic are placed in the 
middle. At Lawley Street) on the other 
hand, the shed is divided into two sections, 
the southern dealing with forwarded traffic 


Vice-President, 


Stations 


and the northern with received traffic. In- 
coming wagons at St. Mary’s are moved 
forward singiy by capstan to a traverser, 
which transfers them to the road along- 
side an unloading machine. After being 
deposited on this road, they are moved 
forward to the machine by means of a 
*mule,” which engages with the wagon 
buffer and positions the vehicle accurately 
at the unloading point. At one position 
a closed loop capstan is used for moving 
wagons to the unloading machine, instead 
of a “ mule.” 

The unloading machine consists of a 
power-diriven belt from which packages 
run on to a series of gravity rollers. The 
machine is capable of entering the door- 
way of rail vehicles. As the packages 
pass along the machine, they are sorted 
on to pneumatic-tyred internal station 
trays, eight of which are ranked round 
each machine. Three drays receive traffic 
for the three main Derby delivery areas, 
and the other five convey tranship traffic 
to the wagon loading sections. 

The drays are pulled by tractors to the 
end of the shed, where those with town 
delivery traffic are ranked behind a deck, 
and the tranship drays are stood behind 
the buffer stops of tHe forwarded wagon 
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roads. Horses equipped with light tubu- 
lar shafts, similar to those described at 
Lawley Street, are used for drawing the 
tranship drays alongside the rail wagons 
for direct loading. Collection units bring- 
ing traffic in from the town for despatch 
also go straight to the wagons in the 
same way as at Lawley Street. 

In conclusion, Mr. Royle said that what 
had been done by the L.M.S.R. in these 
two new large goods sheds might not be 
final, and there might still be other im- 
provements in layout to be effected. Liar 
was no doubt, however, that they did i 
themselves represent a marked advance he 
the methods hitherto followed. 

A vote of thanks to Mr. Royle. and to 
the Chairman of the association, Sir 
Alexander M. Carrr-Saunders, who pre- 
sided at the meeting, was proposed by 
Brigadier-General Sir H. Osborne Mance. 
He said the association was fortunate in 
being able to hear this paper at a time 
when Mr. Royle was fully ‘occuvied with 
his duties as President of the Institute of 
Transport. 


Among those present at the meeting 
were the following: 

Mr. David Blee, member, Railway Execu- 
tive: Mr. A. E. H. Brown, Assistant Divi- 
sional General Manager, Southern Area, 
L.N.E.R.: Mr. M. A. Cameron, Assistant 
Passenger Manager, Southern Area L.N.E. R., 


and Mr. C. E. R. Sherrington, Secreiary, 


Railway Research Service. 


London Transport De-Icing Equipment 


London Transport intends installing 
conductor rail de-icing equipment, of a 
type invented by a member of the Board’s 
Engineering Staff, over the whole of the 
Open sections of the existing tracks and 
new extensions, involving the manufacture 
and installation of approximately 850 
de-icing machines. Some 90 of these 
machines were in use On certain sections 
of the Bakerloo Line last winter, and gave 
satisfactory results. Installation of the 
equipment therefore has continued during 
the summer months, and up to the pre- 
sent. a total of approximately 200 machines 
has been installed; it is hoped that this 
number will have been increased to about 
400 by the end of this year, and that all 
lines will be fully equipped by the end of 
1948 

The Bakerloo Line from Finchley Road 
to Stanmore, and the Central Line Western 
Extension between North Acton and 
Greenford, have been equipped through- 
out already. Installation of the equipment 
is in progress also on the Piccadilly Line, 
and it is expected that all open sections of 
the line from Cockfosters to Uxbridge and 
Hounslow will be covered fully in time for 
this winter. 

The de-icing machine consists of a metal 
bath containing anti-freeze liquid, the 
liquid being fed by means of a rubber 
roller which comes into contact with the 
car collector shoes of all trains passing 
over it. The shoes then spread a: con- 
tinuous film of the anti-freeze liquid along 
the top surface of the conductor rail, thus 
preventing the formation over that rail 
of an ice crust, which normally would 
interrupt the current transmission to the 
car shoes, and cause stalling. The de-icing 
machine can be switched on or off as re- 
quired, according to weather conditions, 
this being done manually at present by the 
operation of a small lever at the side of 
the metal container. 

The machines are spaced along the line 


at intervals determined by local condi- 
tions, track gradients and train stopping 
points being taken into consideration. The 
length of rail which is covered by the 
anti-freeze solution from each machine 
varies according to the time that the 
machine is in operation. With continuous 
running, the length of track covered has 
extended over some miles, but since it is 
necessary for the rails to be covered with 
the anti-freeze liquid in a matter of 3 to 
4 hr., the machines are spaced at intervals 
of 600 yd. to half-a-mile on sections 
where it is expected that stalling might 
occur. 

London Transport previously has used 
special “sleet trains” to prevent ice for- 
mation on conductor rails. Anti-freeze 
liquid is sprayed on to the conductor rails 
by these trains when bad weather condi- 
tions are expected. To operate the sleet 
trains, however, it is necessary to keep 
current rails alive during the night, often 
at short notice, and this interferes con- 
siderably with programmed engineering 
works. Also, it is not always possible, 
when particularly bad weather conditions 
develop, to cover the whole of the lines 
by liquid sprayed from the sleet trains in 
time to prevent trouble arising. Further- 
more, it is necessary to maintain a con- 
siderable number of the sleet trains at 
depots, where they have to be kept fully 
serviced and manned throughout the 
winter months, ready for immediate use if 
required 

The de-icing machine overcomes these 
difficulties, and its installation throughout 
the London Transport system should re- 
duce considerably delays due to bad 
weather. To bring the machine to its 
present stage of efficiency has involved 
much experimental work, and since con- 
clusive results of such experiments could 
be obtained only when weather conditions 
were severe, some six years have elapsed 
since the first experiments were conducted. 
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Welsh Inter-Railway First-Aid 
Competition 


The annual competition for the Harry 
Webb Cup was held, for the first time 
since 1939, at Cardiff on November 6, 
when five teams participated, three from 
the G.W.R. and two from the L.M.S.R. 
The adjudicators were Doctors C. Arm- 
strong, C. G. Mackay, and T. J. Davies; 
and the result was announced by the Hon. 
John H. Bruce, Principal Secretary of the 
Priory for Wales, as under:— 


Marks 
Cardiff Docks G.W.R. . 215 
Newport High Street G.W.R. . 205 
Cardiff General G.W.R. .. 1854 
Mold Junction L.M.S.R 181 
Abergavenny L.M.S.R. 171 


Among those present was the Lord 
Mayor of Cardiff, Alderman J. Ferguson; 
and representing the G.W.R. were :— 

Messrs. H. H. Swift, Divisional Superin- 
tendent, Cardiff; S. E. Tyrwhitt and C. L. 
Simpson, Divisional Locomotive Superinten- 
dents, Cardiff and Newport, respectively ; 
H. J. Page, Assistant Divisional Superinten- 
dent, Cardiff: A. Rees Jones, Divisional 
ee Mi s Office, Cardiff ; J. A. Martin, Assis- 
tant Ambulance Centre Secretary, Paddington ; 

\ Hemmen, Area Welfare Officer, 
i and B. Board, W. L. Ayers, and 

A. D. Morgan, Divisional Ambulance Secre- 
taries. 

Representing the L.M.S.R. were: 

Messrs. J. Cunningham, District Engineer, 
Abergavenny: D. M. Turnbull, District Traffic 
Manager, Swansea; J. S. Tickle, Assistant 
Traffic Manager, Swansea; H. C. Healey, 
Assistant Ambulance Centre Secretary, Man- 
chester; and E. Noble and E. O. Williams, 
District Ambulance Secretaries. 

Mr. Swift proposed a vote of thanks to 
the Mayor and to the adjudicators, and to 
the Priory for arranging the competition; 
and this was seconded by Mr. Cunning 
ham. 





Two New London Transport 
Stations 


Work is now in the final stages on two 
new London Transport stations, both on 
the Central Line. The first, which will be 
opened on November 23. is at Wood 
Lane, in West London, on the existing line 
to Ealing and Greenford. The second is 
on the new tube line between Leytonstone 
and Newbury Park. which is being built 
as part of the Eastern Extension. 

The new station at Wood Lane, on 
which work was begun on May 6, 1946, is 
in replacement of the existing Wood Lane 
Station, and is about 350 yd. to the north. 
It will be of the three-platform type, with 
its entrance just opposite the White City 
Stadium. 

From the traffic-operating viewpoint, 
one of the principal advantages will 
be that it will take eight-car trains instead 
of the six-car trains to which the Central 
Line has been limited. The existing station 
was opened on May 14, 1908, as part of 
the extension) from Shepherds Bush, to 
serve the new White City Exhibition. It 
was then designed as a terminal station, on 
a loop, and the subsequent extension of 
the Central Line westward resulted in diffi- 
cult alterations which have proved a seri 
ous drawback to traffic operation. Trains 
were diverted to the new tracks on Septem- 
ber 6 last, and the station will be opened 
this month. 

On the Eastern Extension, more than 
1,200 men are now engaged jn completing 
the work of the new four-mile tube line 
between Leytonstone and Newbury Park. 
which it is hoped to open for traffic 
shortly before the end of the year. There 
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will be three stations on the new line at 
Wanstead, Red Bridge, and Gants Hill, and 
principal interest attaches to the last-named, 
which is reminiscent of the Moscow under- 
ground. At the bottom of the escalators 
is an underground hall 50 yd. long flanked 
with massive pillars and with platforms 
on each side. It will be the only station 
of its kind in London. 

It may be recalled that the tunnels of 
the new extension were finished early in 
the war, and were used as an underground 
aircraft-component factory, which was 
opened in March, 1942, and provided 
about 300,000 sq. ft. of factory floor space, 
with 9 ft. 3 in. head room at centre. 

Illustrations of both Wood Lane and 
Gants Hill stations under construction are 
given on page 587. 


British Seenieaes in U.S.A, 
Welding Competition 


On November 1, the trustees of the 
James F. Lincoln Arc Welding Founda- 
tion, Cleveland, Ohio, announced the 467 
awards, valued at $200,000, for the best 
papers on arc welded design. research, and 
application submitted for its third inter- 
national “Design for Progress’ competi- 
tion. 

Papers were received from 17 countries, 
and 24 of the awards went to Great 
Britain. Among these. there was a $1,500 
prize in the Functional Machinery Classi- 
fication won by Mr. C. B. M. Dale, Chief 
Engineer, Engine Division, of the Brush 
Electrical Engineering Co. Ltd. and Petters 
Limited, who also is a member of the 
Research Committee of the British In- 
ternal-Combustion Engine Research Asso- 
ciation and Chairman of the Gas Turbine 
Panel of that association. His subject was 
welded construction as applied to oil 
engines for stationary or marine use, with 
special reference to welds designed to 
replace castings as repair parts. 

A prize of $700 was awarded to Mr. 
H. B. Fergusson, Technical Director, and 
Mr. E. F. Burford, Chief Draughtsman, 
G. A. Harvey & Co. (London) Ltd., and 
Mr. R. V. Rowles, Technical Director, and 
Mr. N. A. Graveson, Chief Designer, 
Fielding & Platt Limited. for a design 
for a plate-bending machine canable of 
bending steel plates up to 5 in. thick and 
16 ft. 6 in. long in which the arc welded 
parts are stress relieved. Mr. C. H. J. 
Cooley, also a member of the drawing 
office staff of G. A. Harvey & Co. 
(London) Ltd.. won $150 for a paper deal- 
ing with the design and construction of 
an oven for the drying of chemicals under 
reduced pressure and at relatively low tem- 
peratures. 

Another prize-winner, Mr. W. J. Livesey. 
a member of the staff of Daniel Adamson 
& Co. Ltd., receives an award of $500. 

The name of Mr. E. W. Paul. Special 
Welder, Nizam’s State Railway, appears as 
the winner of a $100 award for a paper 
dealing with the reclamation of steel 
sleepers for use on an Indian railway, and 
describing the method used to weld rail 
joints. His paper also included brief 
descriptions of repairs to a variety of 
track maintenance tools. 


INSTITUTE OF TRANSPORT, EAST MIDLANDS 
SECTION.—On November 28, at 6.30 for 
7 p.m., the annual dinner of, and visit of 
the President to, the East Midlands Section 
of the Institute of Transport will take 
place at the Victoria Station Hotel, Not- 
tingham. 
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Questions in Parliament 


Workmen’s Tickets on Sundays 

Sir Frank Sanderson (Ealing East ) 
on November 3 asked the Minister of 
Transport whether his attention had been 
drawn to a notice recently issued by the 
L.P.T.B. to the effect that after October 26 
workmen’s tickets for Sundays would only 
be issued to mechanics, artisans, and 
labourers; and in view of the fact that it 
left out cooks, porters, kitchen hands, 
platemen, valets in hotels, and so on. 
would he consider extending the order to 
include those categories. 

Mr. L. J. Callaghan (Parliamentary 
Secretary, Ministry of Transport), in a 
written answer, stated: Yes. But all the 
workers Sir Frank Sanderson refers to 
would qualify, with the exception of valets. 


Exports of Rolling Stock 

Major R. H. Turton (Thirsk & Malton 

‘C.) on November 6 asked the President 
of the Board of Trade if he would state 
in detail the foreign countries to which 
rail locomotives and parts, and carriages, 
wagons and trucks and parts, had been 
exported during the nine months ended 
September 30, 1947, giving the weight and 
value of the respective exports. 

Mr. Harold Wilson (President of the 
Board of Trade), in a written answer, 
stated: The foreign countries to which rail 
locomotives and parts. and carriages, 
wagons and trucks and narts. were ex- 
ported during the nine months ended Sep- 
tember 30. 1947, were as follow:— 


Tons £ 

Soviet Union ... jas on 474 107,201 
Finland ... = ea ie 1,760 89,303 
Norway ... re “ 625 36,796 
Denmark oi , cus 2,422 133,230 
Poland ... ; : 4,790 412,879 
Netherlands... ‘ tine 1,001 108,055 
Belgium .. jae ; ioe 88 22,594 
France ... oe ; ses 5,023 225,902 
Switzerland aan és wie 179 13,159 
Portugal wee sad wie 381 38,726 
Spain ss ; ‘ae 78 15,603 
Czechoslovakia . = me 6,055 494,397 
Jugoslavia Ges a ae 772 55,859 
Greece ... oe ‘ acd 2,967 235,613 
Turkey ... ox se x 1,867 146,065 
Belgian Congo ... ; bee 466 37,170 
Algeria ... * as kas 49 10,037 
Tunis < “ 301 12,027 
Madagascar and Dependencies 201 30,460 
Angola .. , aes 989 77,938 
Portuguese East Africa = 142 24,989 
Egypt... ‘ ... 10,301 675,168 
Iraq es rm ‘3 ‘tak 381 63,248 
Chinas: a es o 314 45,703 
Peru sae ae = ce 143 35,794 
Chile... - sa ea 180 13,179 
Brazil... _ on .. 10,379 846,699 
Uruguay re sis 290 26,276 
Argentine Republic a Ane 4,77\ 442,962 
Paraguay : one eae 170 12,193 
Allother countries _... = 600 61,852 

Total ... os ‘a 58,159 4,551,077 


Railway Traffic Operations 

Mr. J. A. Sparks (Acton—Lab.) on 
November 10 asked the Minister of Trans- 
port what steps were being taken to im- 
prove traffic operations on the four main- 
line railways, with particular reference to 
mineral and merchandise traffic. 

Mr. L. J. Callaghan: Railway freight 
traffic is about 20 per cent. higher than in 
1938, but the number of wagons available 
is about 15 per cent. less. Measures have 
been taken to speed up the repair of 
wagons, and the number repaired each 
week is now more than double the pre- 
war level. A substantial programme for 
building new wagons is in hand. Special 
steps are also being taken to secure quicker 
turn-round. By the end of this month 700 
austerity locomotives will have been 
brought back from the Continent. Priority 
has been given to building new freight 
locomotives. Additional billeting accom- 
modation for railwaymen is being made 
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available in London. These measures to- 
gether will, 1 am confident, considerably 
improve the performance of the railways, 
which is already good. 


Passenger Train Delays 

Mr. J. A. Sparks (Acton—Lab.) on 
November 3 asked the Minister of Trans- 
port what percentage of time was lost from 
all causes in train delays, as compared with 
actual scheduled running time, on the four 
main-line railways for any average day and 
week at the nearest convenient date. 

Mr, L. J. Callaghan in a written answer 
stated: I am sorry that the available figures 
do not give the exact information for which 
Mr. Sparks is asking. The best analysis 
that can be made is as follows :— 
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and will deal in his report with the points 
raised by Mr. McAdam. I should like to 
take this opportunity of expressing my 
deep sympathy, and I am sure that of the 
whole House, with the relatives of those 
who lost their lives and with those who 
were injured, not only at Goswick, but also 
at South Croydon. 


Movement of Tees-side Steel 

Captain G. R. Chetwynd (Stockton-on- 
Tees—Lab.) on November 10 asked the 
Minister of Transport whether he was 
aware of the hold-up in the movement of 
steel from Tees-side; and whether he would 
take immediate steps to expedite delivery 
and prevent dislocation in the steel indus- 
try. 


EPING OF EXPRESS AND LOCAL PASSENGER TRAINS (FOUR WEEKS ENDED 
— SEPTEMBER 6) 


Express Local 
Number Per cent. Number Per cent. 
On time * 6,507 29-6 370,307 66:0 
1-10 min. late 7,258 33-0 157,362 28-0 
11-30 min. late 5,018 23:0 29,949 5-3 
31-60 min. late 2,165 9-9 4,043 0-7 
Over 60 min. late 980 4°5 
Total ... 21,928 100 561,661 100 
MAIN CAUSES OF DELAY TO EXPRESS TRAINS ARRIVING OVER 60 MINUTES LATE 
Causes of late arrival Number 
Locomotive difficulties, or preceding trains, including delays caused by inferior coal ee 269 
Mishaps, failure of equipment other than locomotives ... os pon iia ids wes aS 210 
Adverse Weather conditions = oes aa3 ine see eee aes ont wee nee 52 
Engineering speed restrictions, station and signal delays and delays awaiting connecting services 449 
Total 980 


Numbers of Railway Staff 

Mr. J. A. Sparks (Acton—Lab.) on 
November 5 asked the Minister of Trans- 
port if he would state the number of staff 
of all grades, showing shopmen separately, 
employed by the four main-line railway 
companies in 1938, 1944, and the nearest 
convenient date in 1947. 

Mr. L. J. Callaghan in a written answer 
gave the following figures: 


March March, March, 
1938 1944 1947 
Number of staff of all 
rades employed (ex- 
ediee workshop staff) 459,671 476,885 502,909 
Workshop staff 121,730 114,924 128,540 
581,40! 591,809 631,449 
London-Brighton Trains 
Mr. T. C. Skeffington-Lodge (Bedford 


Lab.) on November 10 asked the Mini- 
ster of Transport whether he would investi- 
zate the position in which passengers 
travelling from Brighton to Victoria had 
been faced with a demand for a supple- 
mentary fare on trains which had been 
advertised to provide Pullman facilities but 
to which ordinary carriages were sup- 
posedly attached; and whether, if that con- 
tinued he would issue instructions to have 
the position made clear in all timetables 
in respect of the trains concerned. 

Mr. L. J. Callaghan in a written answer 
stated: Ordinary carriages form part of all 
trains except the “ Brighton Belle,’ which 
is marked “ Ist and 3rd class Pullman Cars 
only * in the company’s timetables 


Railway Accident at Goswick 

Mr. W. McAdam (Salford North—Lab.) 
on November 3 asked the Minister of 
Transport (1) what period had elapsed be- 
tween the usual daily examination of the 
permanent way at Goswick and the derail- 
ment of the Scottish express on Octo- 
ber 26; and (2) when renewals of the per- 
nanent way had been last carried out at 
Goswick, and the nature of those re- 
newals. 

Mr. L. J. Callaghan stated in a written 
answer: An Inspecting Officer of Railways 
is holding an inquiry into this accident, 


Mr. L. J. Callaghan stated in a written 
answer: Yes. The railways have moved 
more steel during past weeks, but even so 
have not quite kept pace with the increase 
in production. They are giving special 
attention to clearing off stocks at Tees-side, 
and meantime I repeat my appeal to all 
those holding wagons, especially steel- 
carrying wagons, to release them so that 
the rising tide of production is not hin- 
dered. 


Turnround of Wagons 

Mr. A. Edward Davies (Burslem—Lab.) 
on November 10 asked the Minister of 
Transport (1) what response had been 
made to his appeal for a quicker turn- 
round of wagons; and what further action 
was proposed to secure improvement; and 
(2) whether any increase of demurrage 
charges had been or was being imposed to 
enforce the more rapid discharge of rail- 
way wagons. 

Mr. L. J. Callaghan in a written answer 
stated: Action taken by Government de- 
partments, the National Production Ad- 
visory Council for Industry, the regional 
boards. the National Joint Advisory Coun- 
cil, the National Coal Board, and by the 
railways themselves has led to an im- 
provement, but too many wagons are still 
held under load too long. Demurrage 
charges are at present under examination. 


Coal Transport in Winter 

Lt.-Colonel W. H. Bromley-Davenport 
(Knutsford—C.) on November 6 asked the 
Minister of Fuel & Power what were the 
plans of his denartment to ensure that 
there would be no shortage of coal sup- 
plies during the current winter in any 
particular part of the country owing to 
interference with the road and rail trans- 
port of coal by adverse weather condi- 
tions. such as snow and frost. 

Mr. H. T. N. Gaitskell, in a written 
answer, stated: Transport plans are, of 
course, the responsibility of the Minister 
of Transport, but neither he nor I can 
give an absolute guarantee that shortage 
of coal supplies may not result from the 
effect of bad weather on road and rail 
transport. The existence of widely distri- 
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buted stocks at a level well above that of 
last year does, however, considerably 
reduce the risk that this may occur. 


Locomotives and Wagons out of Service 
Mr. J. A. Sparks (Acton—Lab.) on 
November 4 asked the Minister of Trans- 
port if he would state the number of loco- 
motives and wagons out of service and 
awaiting repair on the four main-line rail- 
ways at the nearest convenient date. 

Mr. L. J. Callaghan in a written answer 
stated: At September 6 the number of 
locomotives out of service and awaiting 
repairs was 3,815. The corresponding 
figure at October 11 for wagons, including 
privately-owned requisitioned stock, was 
199,168. 

Serviceable Locomotives and Wagons 


Mr. J. A. Sparks (Acton—Lab.) on 
November 3 asked the Minister of Trans- 
port if he would state the number of ser- 
viceable locomotives in operation on the 
four main-line railways; and the number 
of serviceable wagons, including private 
owners’, available for freight traffic, at the 
nearest convenient date and in 1944 and 
1938; ard by what percentages freight ton- 
nage weekly averages in 1947 compared 
with 1944 and 1938. 

Mr. L. J. Callaghan in a written answer 
give the following figures :— 

RAILWAY STOCK 


1947 1944 1938 
Locomotives available 
(June) “i 16,611 17,680 15,872* 
Wagons available 
(October) ... - 1,020,760 1,171,482 1,194,800 


(estimated) 


ROLLING STOCK AVAILABILITY IN 
COMPARISON WITH TRAFFIC 


1947 as percentage of 
1944 1938 


Locomotives available 94-0 104-65 
Wagons available ... a ve «| E 85-4 
Freight tonnage originating (4 

weeks to September 6) --. 98-4 106-3 
Net ton-miles 90-7 135-6 


* Excluding 205 in store 

Note.—It is doubtful if the figures for locomotives for 
1938 and subsequent years are strictly comparable 
Railway and Dock Facilities Improvements 

Mr. C. Osborne (Louth—C.) on Novem- 
ber 3 asked the Minister of Transport, in 
view of the several million pounds which 
were to be spent on modernising and im- 
proving the railway and dock facilities at 
Hull, why similar amounts could not be 
spent at Immingham and Grimsby; and if 
he would reconsider the needs of those 
two ports. 

Mr. L. J. Callaghan stated in a written 
answer: The responsible body for putting 
forward schemes of this sort is the Port 
Authority for Immingham & Grimsby, 
and no proposals for major works have 
been received from it. 


Fares in London Area 


Mr. F, W. Skinnard (Harrow East—Lab.) 
on November 3 asked the Minister of 
Transport whether, having regard to the 
anomalies in fare charges in the London 
area, where for comparable journeys from 
adjoining stations there might be a 30 per 
cent. variation, he would instruct the British 
Transport Commission to give priority to 
a comprehensive survey of travel costs in 
the greater London District and to insti- 
tute early in 1948 a public inquiry as a 
matter of urgency. 

Mr. L. J. Callaghan stated in a written 
answer: I will bring Mr. Skinnard’s ques- 
tion to the notice of the British Transport 
Commission, but, in view of the provision 
of section 76 of the Transport Act, I should 
not feel justified in asking it to give priority 
to considering discrepancies of fares in the 
London area, as they cannot be dealt with 
in isolation. 
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Notes and News 


East Indian Railway Company.—lIt has 
been notified recently that on Septem- 
ber 30, 1947, total sums of £9,868,759 
lls. 4d., £2,226,410 Os. 9d., and £4,225,169 
2s. 9d.. respectively, were invested for the 
purpose of providing a sinking fund in 
respect of the annuities “B,” “C,” and 


Railway Signalling Technical Engineer 
Required.—A railway signalling technical 
engineer, between 28 and 40 years of age, 


is required by the Siemens & General 
Electric Railway Signal Co. Ltd. Appli- 
cants must have knowiedge of modern 


and practice, par- 


railway signalling theory 
See Official 


ticularly of power systems. 
Notices, page 599. 


London Transport Coal Saving.—Since 
January last, when the first of six boilers 
which are being converted from coal to oil 
burning was brought into use, more than 
25,000 tons of coal have been saved at the 


Neasden power station of the L.P.T.B. 
The scheme involves boilers which pre- 
viously used pulverised fuel, and when 


completed there will be a saving of 70.000 
tons of coal a year, which represents about 
two-thirds of the Neasden consumption 
before the start of conversion. 


Spares for Hunslet W.D. Tank Locomo- 
tives—The Hunslet Engine Co. Ltd., 
Leeds, 10, announces a_ special spares 
policy to cover ree and economically 
the requirements of all the 377 “ austerity 
six-coupled shunting tank locomotives 
built to Hunslet designs during the war 
years to the order of the Ministry of Sup- 
ply (W.D. Nos. 75000 to 75199, 75250 ta 
77331, and 71437 to 71536). Numbers of 
these locomotives are Operating in railway 
service. including 75 on the L.N.E.R., and 
also in many industrial yards. 


Herne Hill Accident Inquiry, Southern 
Railway.—An_ inquiry by _ Lt.-Colonel 
G. R. S. Wilson into the collision at 
Herne Hill, Southern Railway, on Nov 
ember 6 (see our Ngvember 14 issue) was 
held in London on November 13. Fvi- 
dence was given by the fireman of ‘he 
steam train from Ramsgate, which collided 
with an electric train, that he saw a yellow 
light given by a fogman after leaving 
West Dulwich. The driver of the train 
said he accepted his fireman’s assurance 
that the light displayed was yellow. The 
fogman said the train from Ramsgate 
passed him at between 30 and 35 m.p.h. 
and that he showed a red light after a 
detonator had been exploded. Later, the 
guard of the Ramsgate train said to him, 
“I saw your red light and I then knew 
something was wrong.” The public in- 
quiry was concluded. 


Motspur Park Accident Inquiry, South- 
ern Railway.—An inquiry was held by 
Lt.-Colonel G. R. S. Wilson on November 
14 into the collision near Motspur Park 
Station on November 6, when four persons 
were killed (see our November 14 issue). 
The guard of the train from Holmwood 
to Waterloo, which collided with a train 
from Waterloo to Chessington, said that 
the motorman had told him he had a green 
light from the fog signal. Evidence was 
given by a fog signalman that after an 
Effingham train had passed. he put his 
lamp to red and replaced the detonator. 
Later. under the impression that the signal 
was “off.” he took the detonator off the 
line. He said he had not been issued with 
instructions to climb the signal post in 
order to confirm the position of signals 
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The motorman 
lost his 
out on 


when unable to see them. 
of the Chessington train said he 
bearings because the light was 
Raynes Park Station platform, and he 
passed the platform although he should 
have stopped there. He was confident 
that he did not vass any colour-light 
signals. 

Tube Investments Limited.—A _ final 
dividend of 124 per cent. declared on the 
ordinary stock and liaison ordinary shares 
of Tube Investments Limited raises the 
distribution for the year ended August 2 
from 224 to 25 percent. Aggregate profits 
of the subsidiary companies have risen from 
£2,048,.422 in the previous year to 


£4,229,055. the foregoing figures being 
struck after provision for E.P.T. and 
depreciation, but before income tax and 


profits tax 


United Steel Companies Limited.—The 
full accounts of the United Steel Com- 
panies Limited for the year ended June 30 


show a balance of trading profits of 
£3.484.516. as against £3,208.450 for 
1945-46. Adding the estimated E.P.T. 


recoverable gives a total of £3,659,516, 
as compared with £3,608,450. During the 
year the further restrictions of coal sup- 
plies. which sometimes were less than the 
amount required for full production, was a 
brake on operations which affected the 
company’s results adversely. The winter 
fuel crisis, it is stated, caused a loss in 
half a year at the company’s works of 
92,000 tons of pig-iron and 130,000 tons of 
steel. 


Renumbering at Clapham 
Junction, Southern Railway.—Platforms at 
Clapham Junction were renumbered on 
November 16 as part of the general 
renovation of the station by the Southern 
Railway. The platforms, formerly 
numbered 1 to 12, including island plat- 
forms carrying one number only for both 
sides, have been renumbered 1 to 17, in 
accordance with the modern practice of 
giving a separate number to every plat- 
form face. The platform signs, 160 of 
which are being installed at Clapham 
Junction, are of a special new design, 
finished in vitreous enamel. They will re- 
place the older type gradually. 


New Hostels for G.W.R. Locomotive 
Men.—A new hostel for locomotive men 
whose duties take them away from their 
home stations for a night is to be built 
by the G.W.R. at Landore, near Swansea. 


Platform 


The hostel, which will provide sleeping 
cubicles for twelve men, will have a bath- 
room and shower. In the dining room, 


accommodation will be provided for forty 
persons so as to afford canteen facilities for 
non-resident staff, at present being catered 
for in dining cars. At Tyseley, the com- 
pany has adapted and equipped Tyseley 
Hill House, which ‘t owns, for use as a 
hostel for enginemen; and at Bristol a 
house is to be purchased and converted 
to accommodate 40 men. 


Junior Institution of Engineers.—On 
December 12, at_6.30 p.m., the inaugural 
meeting of the 67th session of the Junior 
Institution ef Engineers will be held at the 
Royal Society of Arts, John Adam Street, 
Adelphi, W.C.2. Major-General A. W. 
Sproull will present the awards won by 
members during the past session, and wiil 
then induct Mr. R. A. Riddles as Presi- 
dent of the Institution. Mr. Riddles will 
deliver his presidential address, entitled 
“Coronation Scot—A Railway Develop- 
ment.” Other forthcoming meetings 
include formal meetings on November 28 
and December 5, at 39, Victoria Street, 


November 21, 1947 


S. W.1, when, respectively, a paper on 
* Metal Spraying ” will be given by Mr. J, 
Barrington Stiles, and films on “ Oi; Pro- 
duction—Ancient and Modern,” wil! be 
introduced by Mr. W. M. Hurrell. 
William Asquith Limited.—The balance 
of profit available, after providing for taxa- 
tion and other charges for the year ended 


August 14, is £3,538, comparing with 
£20,428 in the preceding year. After 
adding the balance of £12,697 brought 
in from the previous year, the 


£48.080. 


British and Irish Railway 


sum available for distribution is 








Stocks and Shares 
Prices 
oo 32 
Stocks ris Ea Nov. | 
3 4 18, car 
1947 - 
G.W.R. 
rae Ord. | ae 544 55 | 
, Con. Pre . 1264 107 1164 2 
36 Red. ta (1950) 1064 1024 984 
5% Rt. Charge ... 140 | 1224 | 1294 | 
5% Cons. Guar. 137} 1184 1274 | 
4% Deb. 1294 106 120 | 
44°, Deb. 1294 107 1194 5 
44°, Deb. 1304 114 1214 | 
5% Deb. 1424 125 1324 I 
24% Deb. 954 814 884 
L.M.S.R. 
Ord. ... és oe} SOG 264 28 + 4 
4% Pref. (1923) coo] ae 524 58} ly 
4°, Pref. | 86 754 | 794 |+ If 
5% Red. Pref. (1958) 1054 97 974 + 3 
4° Guar... -| 1084 100 1004 I} 
4°) Deb. .| 120 | 103 it i 
5°; Red. Deb. (1952) 1084 1054 1004 
L.N.E.R. 
5% Pref. Ord. ee, 5 6} 
Def.Ord. ... ase 34 24 34 
pe do First Pref. -| So 504 544 It 
4 Second Pref. | 2 254 27% iF 
38 Red. Pref. (1955) 104 97 954 I 
4% First Guar. suc] 107 98 994 2 
4% Second Guar. 101 90 94 + 2} 
30 Deb. 104 874 97 2 
i, Deb. con C008 1024 1104 14 
48. Sinking Fund 
Red.Deb.... ... 107$ 101¢ | 984 
SOUTHERN 
Pref.Ord. ... ion ee 70 714 t 
Def. =~ ees oos| 24 194 234 | 
5% Pre -| 125% 107 1154 (+ 2 
5% fox. Pref. (1964) 1154 1064 1064 |+ | 
5% Guar. Pref. . 137; 119 1274 6+ | 
5% Red. Guar. Pref. 
(1957) « TISS 1074 1064 
4% — ste soo| (208 1054 120 1 
5% » 139} | 1254 | 1284 : 
4°; Red. Deb. (1962- 
Ni . 1134 | 1044 | 1054 1 
4% Red. Deb. ‘(1970- 
80)... ais vce | ONS} 1044 1064 |+ | 
FORTH BRIDGE 
4°%, Deb. 109s: 103 994 + 1 
4% Guar. 105 102 954 i 
L.P.T.B. 
> ely = we = 1334 1204 1234 | 
-— a . 1424 1304 1314 | 
39; Gun, (1967 7).. . 108 984 984 - 
5% -| 1284 1174 194 2 
tis c = 644 564 614 
MERSEY 
Pi.. ..c os onl ae 30 324 
3% Perp. Pref. jakh ae 69 704 
4% Perp. Deb. 1174 103 107 I 
3% Perp. Deb. wie) 8l 88+ — 
IRELAND* 
BELFAST & C.D. 
Ord. 5. io “ae 84 6 74 - 
™ G. NORTHERN 
, ee sae oe! 641% 30. 213 j- 
Pref. ... 635 sa 38 : 
Guer.... 97} 784 72 
Deb. ... 107 974 90 
IRISH a 
Common . 19/24 | 16/9 13/3 — 
3% Deb. 107 100 101 _ 


* Latest available quotation 
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None of the vacancies on this page relates to a 
man between the ages of 18 and 50, inclusive, or a 
woman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
vacancy is for employment excepted from the 
provisions of that Order. 


South Atrican Railways 
NARROW GAUGE ROLLING STOCK 
TENDERS will be called for in the near future 

by the South African Railways Administration in 


Johannesburg for the following: 


Iender No. 7530: 5 Class “ N.G.15*" Loco- 
motives 

Tender No. 7531: 7 Class ** N.G.G16** Loco- 
motives. 

Copies of the tenders will be available only in 
South Africa, but in view of the fact that the 
locomotives are so urgently required, and approxi- 
mately only 2 months will be allowed for the sub- 


mission of offers, intending tenderers may wish to 
obtain copies of the relative drawings in advance of 
the issue of the Tenders. These are now availabie 
and copies may be obtained at tenderer’s own expense 
from the Printers, Messrs. Hodges, Bennett & Co 
Lid.. 59 & 60, Petty France, Westminster 
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60- TON Electric Luffing Crane, 145 ft. jib, to lift 
60 tons at 55 ft. radius, 16 tons at 120 ft 
radius. Height of lift from 50 ft. below to 86 ft 
above rail level. Rail centres 53 ft. Motorised—100 
b.h.p. Lifting and luffing motors, 150 b.h.p. 
Travel motor, 400/3/50. No slewing motion. _ Illus- 
trauon on request.—Cox & DANks LIMITED, Plant 
& Machinery Dept., Frederick Road, Manchester, 6: 
Scapa Works. Wadsley Bridge, Sheffield; Langley 
Green, Oldbury; Faggs Road, Feltham, Middx. 





CAZETTE 


W: ANTED to commence as soon as_ possible 
Foreman Engineer to take charge of a Wagon 
Repair Yard in the Bristol Area. Competent man 
required, able to contro! and instruct foreign labour. 
Apply in writing to PERSONNEL MANAGER, INTRADE 
LiMiTED, Civil Engineering Contractors, Intrade 
House, Little Warley, Brentwood, Essex 


‘6 P! LL” Punching and Shearing Machine: Shear 

capacity 1 in. thick plate; punch capacity 
1 in. dia x 1 in. thick; depth of gap 2 ft. 4 in 
Arranged for direct motor drive, approx. 20 h.p 
required n good condition —Cox & Danxs 


LIMITED, Plant & Machinery Dept., Faggs Road, 
Feltham, Middx. Phone: Feltham 3471 






a AY SIGNALLING. 

ge 28-40 years. General education of Matri- 
cutusied standard. Must have knowledge of modern 
railway signalling theory and practice, particularly 
of power systems. Must be able to prepare inter- 
locking and control tables and draft electrical cir- 
cuits, and be capable of testing installation wiring. 
Applicants should apply in writing, giving age, train- 
ing, experience, and salary required, to THE SIEMENS 
& GENERAL ELEcTRIC RAILWAY SIGNAL Co. Ltb., 
East Lane, Wembley. 


Technical Engineer. 


STEEL STRUCTURES purchased, dismantled and 

removed. Industrial steel structures re-built, re- 
roofed and renovated. Steel factory buildings dis- 
mantied, re-erected or adapted on other sites.— 
BELLMAN HANGARS LIMITED, Terminal House, Gros- 
venor Gardens, London. S.W.1. Sloane 5259. 


ay NATIONALISATION. By 

A book for those who wish to 
pave ig ‘anaan from the point of view of prac- 
tical politics. Cloth. in. by S$ in. 454 pp. 


4 


2s By post 2s. .0d 


es _ S 
R Pr 








A final dividend of 10 per cent., 
jess income tax, is proposed on the ordinary 
shares; an interim dividend of 5 per cent., 
less income tax, has been paid already. 
The company is transferring £15,000 to 
reserve for exhibition and _ publicity 
expenses, and carries forward a balance of 
£19,064. 


Murex Limited.—A statement by the 
Chairman of Murex Limited. Mr. George 
P. Joseph, which was circulated with the 
report and accounts at the annual meet- 
ing, recorded improved demand in this 
country for the company’s products. 
Shortage of steel supplies had prevented 
the whole of the increased demand for 
welding electrodes being met. Export 
orders stained three times the value of 
the previous year, and this was attributed 
to the company’s policy of building up a 
strong export organisation. This had been 
pursued energetically since the closing 
stages of the war, and was now completed. 
The company has changed its financial 
year to close on April 30 instead of on 
June 30 as hitherto. 


Silverton Tramway Co. Ltd.—The 
directors’ report for the year ended June 
30 shows a net profit, after providing 
£21,500 for taxes, of £34,117, compared 
with £37.145 in the previous year. Add- 
ing £9,017 brought forward from the pre- 
vious year, gives a total sum available of 
£43,134. An interim dividend of 6d. per 
share paid on March 29 took £12,500. and 
a similar provision has been made for the 
final dividend. The company is allocat- 
ing £5,000 to reserve for replacement of 
rolling stock, bringing that reserve up to 


£30,000. The balance carried forward is 
£11,995. Although tonnages of mine con- 


centrates, coal, and timber declined con- 
siderably, there were satisfactory increases 
in general goods, wool, and livestock, the 
revenue from tramway operations increas- 
ing from £155,086 to £161,941. 


Renold & Coventry Chain Co. Ltd.— 
Mr. Charles G. Renold, Chairman of the 
Renold & Coventry Ch ain Co. Ltd., records 
a substantial increase in production in a 
statement issued with the report and ac- 
counts of the company, for the past year. 
Demand showed every sign of increasing 
both at home and abroad, and the allo- 
cation of output between the two markets 
was the subject of constant consultation 
with the competent authorities. Mr. 
Renold considered it likely that ample allo- 
cations of steel would be received because 
of the incorporation of the company’s pre- 
cision chains at innumerable points in 





machinery of every kind. It remained to 
be seen, however, whether these require- 
ments could be met by the company’s 
suppliers. Looking further ahead, it was 
clear that the company’s existing capacity 
was insufficient to meet demand. Further 
expansion was inevitable, but it would have 
to wait until building and manufacture 
were less conditioned by national exigen- 
Cies. 


Diesel-Electric Shunters for the L.N.E.R. 

Approval has been given by the board 
of the L.N.E.R. to extend the use of 
diesel-electric traction, and the purchase 
is contemplated of 176 diesel-electric loco- 
motives of 350 h.p. for shunting duties, 
which will displace 217 steam locomotives. 


Lightalloys Limited.—In a statement 
issued with the report and accounts of 
Lightalloys Limited at the recent general 
meeting. the Chairman, Mr. J. C. Col- 
quhoun, said that the year had been a 
difficult one. There had been a complete 
shutdown for three weeks in February, 
and partial stoppages due to load- 
shedding. To mirimise the latter, and to 
avoid staggered hours or night-working, 
the company had installed auxiliary gene- 
rating plant. Their order book showed 
a sustained improvement, but it was too 
early to forecast the effect of the Govern- 
ment’s revised export programme on their 
business. A final dividend of 10 per cent. 
less income tax was declared, making a 
total of 15 per cent. for the year, against 
20 per cent. for 1945-46. 


John I. Thornycroft & Co. Ltd.—A state- 
ment authorised by the directors of John I. 
Thornycroft & Co. Ltd. shows a trading 
profit for the year ended July 31 of 
£461,950, as against £450,949. The pro- 
vision for taxation is £350,000, compared 
with £349,525, and the net profit for the 
year has increased from £101.424 to 
£111,950. The following dividends are 
recommended: 3 per cent. on the cumu- 
lative preference shares, making 6 per cent. 
for the year; 5} per cent. on the partici- 
pating preferred ordinary shares, making 
9 per cent. for the year; and 10 per cent. 
on the ordinary shares, making 15 per 
cent. for the year, together with a 7} per 
cent. bonus. The foregoing dividends are 
subject to income tax at 9s. in the £. In 
the previous year the dividend rates were 
the same as those just stated, but the 
ordinary bonus was 5 pei cent. After 
again making a transfer of £50,000 to 
general reserve, and allowing £4,697 for 
the additional profits tax on dividends, the 


carry-forward will be £102,309, as against 
£101,156 brought in. 


Jugoslay “Youth Railway” Opened 
to Sarajevo. Marshal Tito. Premier 
of Jugoslavia, on November 16 wel 


comed the first train to run on the 
Jugoslayv “Youth Railway” from Samac 
to Sarajevo. The line was built during 
the summer by youth volunteers from 
many nations, including Great Britain 
{see our July II issue). Reuters 
reports that Dr. Sinisha Stankovitch, 
President of the Jugoslav Constituent 
Assembly, General Alexander Rankovitch, 
Minister of the Interior, M. Joksimovitch, 
Minister of Transport, and youth leaders 
also met the train at Sarajevo. All Jugo- 
slav papers devoted their leading articles 
to the new railway. More than 400 
students and workers, about a third of 
them girls, formed the “ British Brigade ” 
who worked to build the line. 


Southern Railway Lecture & Debating 
Society—On November 13 some 150 
members of the Society heard a paper by 
Mr. C. M. Cock, Chief Electrical Engin- 
eer, Souther. Railway, on “India.” This 
was an innovation in being a lecture on a 
non-transport subject; but Mr. Cock’s lucid 
treatment of the subject, which traced in 
detail India’s historical background and 
present economic and political situation, 
won approbation from his audience. On 
November 15, 50 members visited South- 
ampton docks, commencing with a visit to 
the Queen Elizabeth in the King George V 
graving dock. They were joined in the 
afternoon by another party of members 
from London. The next visit will take 
place on December 2, to the Post Office 
Tube Railway, Mount Pleasant. The next 
lecture, entitled “The Divisional Work 
of the Engineer’s Department,” will be 
given at the Chapter House, Southwark, 
on December 4. 





Forthcoming Meetings 


December 1 (Mon.}—The Institute of 
Transport, Metropolitan Section, 
Livingstone House. Broadway, S.W., 
at 5.30 p.m, for 6 p.m. “ Carriage- 
Paid Conditions for Goods by Mer- 
chandise Train ” by Mr. R. F. Wood- 
house, Graduate. 

December 2 (Tues.}—The Institution of 
Civil Engineers, Great George Street, 
Westminster, at 5.30 pm. “ The 
Heysham Jetty ” by Professor A. L. L 
Baker, B.Sc., Tech., M.L.C.E. 
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Brazil ... 
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assumption is that many companies may 
be able to maintain dividends, 
mind that future results will 
dency to favour shares of 
companies, more particularly those which 
E.P.T, payers in recent 


with 


“ cheap 


Uruguay Northern ... 


Mid. of W. Australia... 


Stock markets have had to contend with 
a batch of conflicting factors, 
result, business in most sections remained 
on a limited scale. 


and as a 


interim Budget 


was followed by a sharp rise in industria] 
shares, because the proposals 
garded as making no serious attempt to 
deal with inflation; 


were re- 


despite the 


ax, the market 


bearing in 
reflect the 
There has been 3a ten- 
export trade 


The dramatic resignation of Mr. Dalton 
was followed by a widespread tendency to 
await Sir Stafford Cripps’ 


first speech as 
however, threw 
position. Sir 


policy 


eng able 


the 
the market 
Chancellor will 
of official 
support for the gilt-edged market in order 
to boost prices: and although he is a de- 
clared supporter of 
view of the short time 
unsettling influence of the latest develop 
ments, the market is now uncertain whether 
it will be possible for gilt-edged prices to 
advance _ sufficiently 
Transport stock to be issued as a long- 


Stafford supports the interim Budget pro- 
posals, and for the time being at any rate, 
is also in agreement 
money” policy. Nevertheless. 


* cheap 


money.” in 
available and the 


British 


In fact, there 
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talk of interest being 3 
per cent., and this has been given as the 


Week 

ended 
9.11.47 
8.11.47 
Oct., 1947 
8.11.47 
8.11.47 
8.11.47 
8.11.47 
8.11.47 
Oct., 1947 
Oct., 1947 
8.11.47 
8.11.47 
Sept., 1947 
Oct., 1947 
8.11.47 
31.5.47 
Sept., 1947 
-11.47 
Sept., 1947 
11.47 
Oct., 1947 
Sept., 1947 
Oct., 1947 
6.9.47 
Sept., 1947 
Sept., 1947 
Sept., 1947 
Sept., 1947 
Aug., 1947 
30.9.47 
Sept., 1947 
Sept, 1947 
Aug., 1947 
11.10.47 
June, 1947 


by home rails. 


Railway Stock Market 


reason for the rising tendency now shown 
As has been pointed out 
in these notes on various occasions, views 
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as to the rate of interest on British Trans- not 


port stock are not the main influence on 
market prices of home rails. 
latter are 


over prices. 


It seems 
prices will 
and approximate to take-over levels by the 
end of the 
tainty which 


still substantially below 
probable _ that 
continue their upward 


year. In 


view of the 


surrounds 


interest in this market. 


take-over prices, 


a short-term interest in gilt-edged. 


decided to 
port stock. 
selling, home rail 


exchange 


respond steadily to 


mand. They 
point this 
valued in most cases. 
Great Western 
which although better 
1204, are 


week at 


week, but 


into 


improvement 


have risen 


Most of the 


market 
trend 15}. 


uncer- 
the outlook for 
gilt-edged stocks, home rails appear to have 
added attractions as a means of acquiring 
an indirect 
ing the protection of the 
they offer a promising means of acquiring 
More- 
over, most existing holders must have now 
British Trans- 
and therefore with very little 
prices may very well 
in de- 


November 21, 


are well below pay-out levels, 
by the fact that Argentine rails provide 


and 


an outlet for money in securities wh! 


directly affected by economic 


political developments at home. 
Uruguay stocks continued to attract some 


1947 





also 


*h are 


and 


Central 


take- attention on further talk of “ take-over” 
United of 


developments, 
Havana 


are still moderately the 


4 per 


still 


Take, for example. 
cent. debentures, 
on balance for the £6, 
well below 


official take-over price of 128% 


Argentine rails have 
more active. the market still being hopeful 


of an early agreement on the U.K.-Argen- 


tine financial talks, 


regarded 


the Republic finally 
There has 


agreement. 


business 
attracted 


Argentine 
by the fact 


as necessary by 
ratifies the 
been 
rails, 


been somewhat 


that current 


the 54s. 
70s. 


Iron 
Hav- more 


because 


6d. 
3d., 
firm at 54s. 
gineering 


were 
railway 27s. 
rather more 
buyers being 
prices 


and elsewhere, 
1906 debentures strengthened to 


Antofagasta issues were maintained. 


attention, 


report and 
firm at 28s. 9d.: 


which presumably is improving to 30s., 
Argentina before 


although 


it now 


shares attracted 


the latest 
figures helping sentiment. 
was pointed out in the market that there 
seem reasonable prospects of many leading 
companies maintaining dividend payments, 
in numerous instances they 
been big E.P.T. payers in the past, 
repeal of E.P.T. 


coal 


and in other directions, San Paulo at 16] 
have been steady, 
that purchase money for ‘the railway 
not arrive from Brazil this year. 

and steel 


seems 


may 


rather 
output 


Moreover, it 


have 
and the 


will offset the doubled 
Dorman 


accounts; 
while in response to the 
higher payment, Tube Investments rose to 
and Stewarts and Lloyds moved up to 
Babcock & Wilcox improved to 
and Clarke Chapman have been 
Locomotive building 
shares attracted more 

on export trade prospects, Vulcan Foundry 
while Beyer Peacock 


Profits Tax in a large measure. 
on balance by a Long have been steady at 28s.. 


Colvilles 


awaiting 
were 


and en- 
attention 


23s. 6d.. North British Locomotive 
6d... and Charles 


hands over £63. 
Ward have risen to 49s. 
shares marked 15s, 74d. 


and Stock Prices of Overseas and Foreign Railways 


Traffic for week 


Total 
this year 


£ 
54,060 
ps.353,800 
$105,321 


ps.2,600,000 
ps.3,485,000 
ps. 1,366,000 
ps-3, 389,200 


29,734 
34,978 
26,800 
ps.402,900 
41,700 
$899,119 
$87,799 
59.479 

ps. 1,464,000 
15,425 
9,064 
6,275 
@G71,820 
178,377 
¢78,000 


7,855 
57,974 
1,007 


9,120,750 
6,943,250 


20,947 
113,063 
17,756 


21,251 
349,839 
585.421 

1,253,733 
1,110,647 


Inc. or dec. 


compared 


with 1945/46 


£ 

18,310 
+ps.55,100 

$9,383 


+ ps.240,000 
+ ps.324,000 
+- ps.125,000 
+ps.97,100 


- 9,335 
4,097 
3,300 

ps.3,400 

+ 4,700 

+ $177,926 

$18.478 
8.056 
+ps.459,100 

= 6,210 

- 418 

293 
Z11,170 

+ 25,140 
+ 19,000 


+ 960 
+ 12,420 
211 


513,750 
463,500 


t 5,362 
+ 20,637 
— 829 


- 2,575 
_ 6,103 
+ 101,269 
+ 143,102 

86,014 


No. of Week 


Aggregate traffics to date 


Totals 
1946/7 1945/6 
£ £ 
1,926,300 1,513,680 
ps.6,308,700 ps.5,900,200 
$1,073,351 $1,084,538 


ps.47.885,000 
ps.62,148,000 
ps.26,291,000 
ps.63,423,860 


596,100 
128,051 
300,900 
ps.8,302,300 
1,465,500 
$9,911,187 
$1,075,894 
2.979,027 
ps.7,706,200 
49,070 


Gl 087,843 
696,140 
¢235,000 


24,270 
597,603 
3,255 


80,943,000 
58,232,250 


159,525 
1,040,485 
296,832 


58,967 
2,086,405 
6,143,623 

34,532,750 


t+ Receipts are calculated @ Is. 6d. to the rupee 


ps.41,893,000 
ps.61,008,000 
Ps.22,788,000 
ps.59,077,125 


685,887 
112,213 
309,975 
ps.7,844,900 
1,284,100 
$8,024,842 
$1,165,843 
2.722,780 
ps. 13,441,600 
61,604 
187,668 
18,149 

G1 ,152,741 
629,700 
¢249,000 


20,155 
541,437 
3,825 


72,529,500 
53,661,750 


144,900 
859,846 
309,781 


48,624 
2,251,155 
5,633,517 

31,067,635 


Increase or 


decrease 
£ 
+ 412,620 
+  ps.408,500 
_ $11,187 


+ ps.5,992,000 
+ ps.1,140,000 
+ ps.3,503,000 
+ ps.4,346,735 


89,787 
15,838 
9,075 
ps.457,400 
181,400 
$1,886,345 
$89,949 
256,247 
ps.5,220,000 
12,534 
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+ 14,625 
+ 180,639 
12,949 


10 343 
164,750 
510,106 
3,465,115 


t+i+ 


Shares 


or 
Stock. 


Ord. Stk. 


6 p.c. Deb. 


Bonds 
Ord. Stk. 
Ord. Stk. 


Did. 
Ord. Stk. 
Stk 


I Mc. Deb. 


Ord. Stk. 
Ord. Stk. 


5 p.c. Deb. 


Ord. Stk. 
Ord. Stk. 


Ord. Sh. 


Pr.Li.Stk. 
Pref. 


Ord. Stk. 


Ord. Sh. 
Ord. Stk. 


Ord. Stk. 


Ord. Stk. 


Prf. Sh. 
B. Deb. 


Inc. Deb. 


G. 


1234 


52} 


Roberts changed 
In other directions, T. W. 
D. Peters 5s. 
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